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PALMER TYRE _ LIMITED, 


The wise pilot, therefore, ensures clean take-offs and safe 
landings for himself by fitting Palmer Tyres, wheels and 
brakes. Palmer medium-pressure tyres, in particular, com- 
bine remarkable cushioning capacity with ample strength 
and a wide margin of safety. Thanks to their true cord con- 
struction—hand-built, strand by strand, in the original and 
still unique Palmer style—Palmer Tyres are the surest pro- 
tection for machine and load on bad and indifferent surfaces. 
Technical details, test data,etc.,will be gladly sent onrequest. 
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HIGH ALTITUDE MONOPLANE AND PEGASUS ENGINE. 


Designed and manufactured by the Bristol Aeroplane Co. Ltd., Filton, Bristol. 





= 


% Another World Height Record with “Bristol” Aircraft and _ Engine 
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How to Lose Custom 


N too many occasions during the past year or 

() more we have come across members of the 

general public who, having flown once, have 

stated unequivocally that they would never fly 

again. Their reasons have rarely been concerned with 

possible dangers or even with direct discomforts, but 

merely with the sort of silly little examples of inefficiency 

which we ourselves often come across and brush aside 
as being unfortunate but incidental. 

Generally speaking, the organisation and operation of 
the big national air transport companies is above 
reproach, and the same can usually be said of internal 
airline and charter companies. Unfortunately, it is of 
the exceptions that people hear. Good service passes 
without comment, while poor service is criticised loudly 
—and exaggerated in the process. 

Recently, however, we have been told of several 
really outrageous examples of sheer carelessness and 
general inefficiency. The person concerned had booked 
his seat and obtained his ticket for a certain service. 
When he arrived at the aerodrome he was told that the 
machine was full up. He thereupon demanded that the 
company should put on a second machine, and was so 
generally insistent that eventually (after, perhaps, less 
importunate passengers had been turned away) they 
agreed to take him. The fuel load, however, had to be 
reduced, and this job was duly carried out, after which 
the pilot took off without running up his engines to test 
for possible air-locks, Sure enough, one motor cut 
dead over the aerodrome boundary and the pilot landed 
the machine downwind. : 

Already behind schedule, the pilot afterwards pro- 
ceeded to lose his way rather badly despite full radio 
assistance. At the first stopping place he evidently 
thought that enough time had been wasted and took off 
again without refuelling. Reminded, by one of the 
passengers, of a certain shortage of the propulsive 
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liquid, he turned back, landed again and refuelled. The 
machine eventually arrived at its terminal in the dark, 
and the whole matter was clinched by means of the 
world’s heaviest landing. 

Even when allowance has been made for histrionic 
exaggeration, this story is still almost incredible. It 
operators expect to keep, let alone attract, their custom 
this sort of thing simply will not do. Unsubsidised air 
transport already has a sufficiently hard battle to fight 
with established services and established habits. Only 
efficiency will see it through. 


In the Mediterranean 


is not surprising that the destroyer, H.M.S. Fear- 
less, was well missed by all the six bombs which ar 
aeroplane from Spain dropped near her. Very few 

of the bombs aimed at ships by the aircraft from 
Spain have scored hits, and a destroyer under way 1s 
about the most difficult of all targets for an air bomb 

The Powers at the anti-piracy conference discussed the 
possibility of taking measures against pirate aircraft, but 
it would be a very big job indeed to keep “‘ standing’ 
patrols of fighter aircraft over the whole of the area where 
attacks may take place. The despatch to the Mediter- 
ranean of two R.A.F. squadrons of flying boats, Nos 
209 and 210 (G.R.) Squadrons—both flying Singapores 
—is not, of course, connected in any way with the 
problem of air defence of shipping. Their function will 
be to patrol the waters in search of pirate submarines. 
and they will doubtless be assisted by No. 202 (G.R.) 
Squadron from Malta in its Scapa flying boats. Aircraft 
can often spot a submarine when it is submerged to a 
considerable depth, especially in the clear waters of the 
Mediterranean, and there is nothing which the submarine 
commander fears so much as the eye in the air. For 
actual destruction of a submarine when spotted the air- 
craft is less effective than is the destroyer with its depth 
charges, and close co-operation between the two forms 
of patrol is necessary. 
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Three squadrons of flying boats, with each boat cap- 
able of cruising some 1,000 miles, can keep a large 
area of sea under observation, and their mere presence 
over the waters of the western Mediterranean will 
probably have a very salutary effect on the pirate 
craft. The happiest result for everybody would be if 
the attacks on shipping were to cease at once without 
the shedding of blood. 


Opportunity 

NE alteration in the regulations which govern the 

1938 Coupe Deutsch race is of more than pass- 

ing interest to British constructors and pilots. 

In its general regulations the race follows the 

same principles as those which have applied to all the 

Coupe Deutsch air races during recent years, with the 

one important difference that the engine capacity has 
been reduced. 

Simplicity has ever been the keynote of the Coupe 
Deutsch regulations: a limit on engine capacity and a 
race over a distance of 2,000 km. (1,242.74. miles), 
flown in two stages of 1,000 km. each, the winner being 
the competitor who completes the course in the shortest 
time. Next year the race will be flown on May 29 over 
a 100 km. (62 miles) circuit from Etampes. 

What makes the 1938 Coupe Deutsch interesting to 
potential British challengers is the fact that the cylinder 
capacity has been reduced to 6.5 litres. Hitherto the 
limit has been 8 litres, and it so happened that there 
was no British engine which came just within that limit. 


The standard British types either fell short of the 8 litr 
by too great a margin to give them a chan 1gains 
the special supercharged 8-litre engines produced by cer 
tain French firms or they exceeded the capacity and s 
were not eligible. 

The reduction of the engine capacity limit to 6.5 litres 
brings into the picture the De Havilland Gipsy Major 
with its capacity of 6.124 litres. This engine will b 
giving away 0.370 litre compared with any foreig; 
engine which is exactly of the maximum capacity per 
mitted, but that should not be of serious importance 
compared with the practical advantage of having an 
engine which has proved itself through hundreds of 
thousands of hours all over the world. 

A more serious possibility is that some of the foreign 
engines in the 6.5-litre class may be supercharged and 
may thus develop considerably greater power than the 


unsupercharged Gipsy Major. It is, perhaps, too much 


to expect the De Havilland company to devek 


/p a 


special supercharged Major just for the Coupe Deutsch 


race, but possibly a high-compression, speeded-up 
sion might be managed, in which case British ¢ 
lengers should stand a fair chance. By way of an i 
tration of what can be done with the Major engine 
already have the T.K.4 which, in its present forn 
believed capable of more than 240 m.p.h. The \ 
Hobby was not finished in time for the King’s 
Race, but will doubtless be developed before May. 
Altogether the chances of British entries for the 
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Coupe Deutsch seem fairly good, but there is no tim 


to lose if our preparations are to be adequate. 





‘‘ THESE COMMODIOUS UNFURNISHED PREMISES.’ The house-agents’ jargon seems nicely applicable to the truly 

startling interior of the prototype Junkers Ju.go airliner, which is now undergoing its initial flying trials. Divided into 

five compartments, tke cabin will accomodate forty passengers, and there will be several baggage, mail and lavatory 
divisions. A brief description appears on page 323. 
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The Outlook 


A Running Commentary on Air Topics 


Secrecy— 


ECRECY has a curious habit of defeating its own ends, 
and sometimes it leads to absurd states of affairs. 
Often enough it serves as a cloak for the fact that there 

is nothing to hide; at other times it is rendered futile by 
reason of the ease with which it can be penetrated. A case 
in point is the deletion from the Air Force List of the names 
of the types of aircraft with which the different squadrons 
are equipped. All that it is necessary for any foreign 
power to do is to send one of its representatives (the Greeks 
had a name for them) to sit in a field, or even walk along 
the road which passes the aerodrome, for half an hour or 
so until some of the machines come out of their sheds, and 
the great secret is a secret no more. 

That Great Britain has a number of very interesting 
engine types undergoing development is a secret known to 
everyone but the inhabitants of the British Isles. At the 
Paris Aero Show last autumn, if one was interested in the 
latest types of British aero engines, one did not ask ques- 
tions on any of the British stands; that simply isn’t done. 
But if one used just a little ingenuity it was astoundingly 
easy to find out from people on the French stands which 
types of new engines were in the experimental stage at the 
works at Bristol, Coventry, Derby and London. Not only 
this, but one could (and did) find out something about the 
progress made and the troubles encountered. The infor- 
mation was not invariably strictly accurate, but was 
enerally sufficiently so to enable any averagely intelligent 
listener to get pretty close to the truth. 


—And the Elliptical Approach 


(‘REAT BRITAIN is by no means the only country in 
which the elliptical approach has to be adopted. It 
is no uncommon occurrence to read in a German 

aviation journal that, according to such-and-such a French 
technical paper, the latest Junkers engine develops 600 
b.h.p. 

‘Similarly, in a French journal one may read that, accord- 

ing to a certain German paper, the latest French bomber 
has 2 speed of so many km.h. Flight has had to quote an 
Italian journal for the speed of one of the latest British 
light bombers; and complete performance figures of a 
certain British bomber were published abroad, where the 
aforesaid bomber is being built, before it was possible to 
publish the figures in this country. 

All this secrecy-mongering is, of course, a complete waste 
of time. But isn’t the ostrich quite happy when he gets 
his head well into the sand? So perhaps it serves a purpose 
after all. 


As Others See Us 


OWARD S. WELCH, vice-president and. general 
manager of the Bendix Aviation Export Corporation 
of America, has been struck by the discrepancy be- 

tween estimated output and actual production of the 
aircraft-producing nations during the first six months of 
1937. A report issued by the Corporation shows that unit 
production for the first six months was only about 25 per 
cent. of the estimate for the whole year. The countries 
included were Czechoslovakia, France, Germany, Great 
Britain, Italy, Japan, Poland, Rumania, Russia, Yugo- 
slavia and the United States of America. In actual figures, 
the output (estimated) of these eleven countries during the 
first six months of 1937 was 6,277 finished aircraft, com- 


pared with the estimated total of 23,598 for the whole year. 
A table summarising Mr. Welch's figures will be found on 
page 314d. 

Mr. Welch has an ingenious (or it is ingenuous?) explana- 
tion of this lamentable state of affairs. ‘‘ The failure of 
unit figures to be consistent with overtime working 
schedules and unprecedented government appropriations,’’ 
he says, ‘‘may be explained by the fact that certain of 
the large countries have put into ‘‘cold storage’’ a great 
supply of airplane sections—such as complete wings, fuse- 
lages and motors—against the time when speedy assembly 
of finished aircraft may be called for.”’ 


Relativity 
A‘ ORDING to Mr. Welch's statistics, America leads the 


world, not only in output but in numerical strength 

Her air strength is represented by 12,366 machines, a 
net gain of 695 aircraft. The other ten nations, in order of 
numerical strength, show the following figures: France, 
8,305, net gain 412; Russia 6,923, net gain 523; Great 
Britain 5,811, net gain 614 ; Germany 4,979, net gain 270; 
taly 4,334, net gain 475; Japan 3,555, met gain 451; 
Czechoslovakia 2,669, net gain 40; Poland 2,434, net gain 
30, Rumania 2,246, net loss 5; Yugoslavia 1,250, net 
gain nil. 

Mr. Welch’s interesting figures do not, unfortunately, 
differentiate between civil and military aircraft, except in 
the case of America, where civil aircraft constitute most of 
the output, the figures being 1,098 compared with 261 for 
the first six months of 1937. He estimates, however, that 
for the other ten countries military construction has ex- 
ceeded civil in an average ratio of 4 to 1. 


The Fog of Peace 


HE term “flying boat squadron’’ has become obso- 
ik lete. So have the categories ‘light; medium, and 
heavy ’’. bomber squadrons. The latter terms,. by 
the way, never did figure in the Airy Force List, and one 
had to seek elsewhere for information if one wanted to 
know the category to which any particular squadron be- 
longed. Agents of foreign countries must have had some 
really delightful motor trips through rural Britain as they 
visited each aerodrome, and looked over the wall to see 
what type of aeroplane was used by each squadron. The 
country which has not already got a complete list of the 
equipment of our Metropolitan Air Force must, indeed, 
have a very ineffective intelligence system. 

The flying boat squadrons have now become “‘ general 
reconnaissance '’ squadrons, and so, if one merely depends 
on the Airy Force List for information, which is all that 
most loyal British subjects are able to do, one cannot tell 
whether a G.R. squadron flies boats or Ansons. The 
loyal British subject is still worse confounded because 
most of the Anson squadrons have been given numbers in 
the 200 series. When the R.A.F. was formed, the 
R.N.A.S. squadrons had the number 2 -or 20 prefixed to 
their own number; e.g., No. 8 Squadron (Naval) beeame 
No. 208 Squadron, R.A.F. So the flying boat squadrons 
are all numbered 201 or more. 

The change in designation does not mean that flying 
boats are to be discarded in favour of landplanes of the 
Anson class. It would, indeed, be strange if the R.A.F. 
were to think of abolishing boats at a time when Imperial 
Airways are introducing that class on to all their Empire 
services. The R.A.F. has no such intention. 
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Mr. Gardner’s Percival Mew Gull, which won the King’s Cup 
Race at an average speed of 233.7 m.p.h. In the Eliminating 
Contest it averaged 213.8 m.p.h. (Flight photograph.) 








On page 300 will be found a map that will assist 
the reader to follow Mr. Gardner's account of his 
progress round the course. 





O go all out for fastest time was my plan of cam- 

paign in the Eliminating Race. I was hoping 

that Capt. Percival would not wish to run his 

engine too néar its top revs on the first day, for 
on paper he had a good chance of a place in the Final. 
I should, I suppose, have realised that I also had a good 
chance for the Final, but I had never had my Mew Gull 
over a speed course, and, in the only races for which 
I had entered her, I had been using an electrical c.p. 
airscrew, which, by its nature (for it gives infinitely 
variable pitch-control), is more efficient for take-off and 
acceleration than is the two-pitch which I was using in 
the King’s Cup. Anyway, I decided to go all out for 
the first day, and leave the second in the lap of the 
gods. 

On Friday I was fourth away from Hatfield, but managed 
to overtake the Comet within a few miles of the aerodrome, 
as it took Waller some I:ttle time to wind up his under- 
carriage. 

The first stretch, up to the Wash via Cambridge, seemed 
to be the most difficult of all from the 
navigational point of view. I had _ not 
got settled down to the speed of 
movement over the jin. map, and 
was feeling very unhappy about the com- 
pass, which had been swung only two 
days before, and was now proving quite 
hopeless: approximately 10 degrees out 
on the first leg to Cambridge, after taking 
into account the strength of the quartering 
head wind. I knew that if I lost my exact 
position in the Mew Cull I should not have 
time to get out a calculator or slide rule to 
work out where I should be according to 
my approximate ground speed. Before 
the race, therefore, I had marked the track 
on the map with my position every two 
minutes at the speed I expected to average 
in conditions of no wind. A stop-watch 
on the dash, which I started just after 
taking off (in the case of a head wind) or 
just before (in the event of a tail wind) 
told me how long I had been flying, and, 


The instruments and controls of Gardner’s 
Mew Gull. The majority of instruments, 
unless otherwise indicated, are Smith's :— 
(1) Reid and Sigrist turn-and-bank indicator. (2) Air- 
speed indicator. (3) Altwmeter—another is concealed 
by the card at the foot of the panel 4) and (5) Air 
intake temperature switch and indicator. (6) Fuel 
gauge—another is hidden on the extreme leit of the 
panel. (7) Clock. (8) Air intake and flame-trap con- 
trol. (9) Airscrew pitch control. (10) Tail trimmer 
(t1) Compass. (12) Stop watches. (13) Throttle and 
altitude controls. (14) Ignition switches. (15) Oil 
pressure. (16) Sperry directional gyro. (17) Boost 
Pressure gauge. G8) Engine rev. indicator. The flap 
control, not visible in this view, is below the throttle 
enntrols, (Flight photograph). 
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therefore, approximately where 1 was. In prac- 

tice, it seemed to work very well, and allowed 
me to think about other things without fear of losing my 
position and perhaps overshooting a turning point 

By the time I had got to Skegness I knew my compass 
was not to be relied upon, so instead of using it to get on 
to my course immediately after the turn, and then locating 
a fix to check the course, I reversed the procedure. Just 
before turning at York I saw Percival for the first time, 
making off to Scarborough, and on the Scarborough turn 
again caught sight of him just over the sea. At this tum 
there was the king Of all bumps, which certainly accounted 
for the very unfortunate accident a little later in the day. 
At Newcastle I found that I had arrived approximately 
half a minute after Percival, and somewhere along the route 
had passed the T.K.4, although I had not seen anything 
of him. 

Newcastie to Tranent (Edinburgh) was another rather 
difficult stretch, especially at the end, where Tranent Aero- 
drome is not visible until one is almost on top of it, but 
after thinking I had missed it, it suddenly appeared just 
on my port wing. From here to Aberdeen the navigation 
was easy but the air terribly bumpy—quite the worst on 
the whole route—and at one moment the machine defin- 
itely took over control, though fortunately for only a few 
seconds. : 

At Aberdeen I found Percival had gained two minutes, 
which meant that he must have been going about full 
throttle, and on that performance (i.e., gaining two minutes 
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a WINNER 


Charles Gardner, Victorious in the 
King’s Cup Race for the Second 
Year in Succession, Explains the 
Navigational and Control Methods 
Which Brought His Percival Mew 
Gull Home at 233.7 m.p.h. Average 


in 124 miles) I decided he should be a fairly safe bet for a 
place, if not a win, in the Final, as he had to allow me only 
six minutes on a distance of 656 miles. 

From Aberdeen to Renfrew we had a slightly helping 
wind, and as we had to go to 2,o00ft. to get over the hills 
I stayed up there until towards the end. On the last dive 
down to Renfrew the revs went up rather high—to about 
2,500-2,525—but the motor did not seem to mind, although 
it definitely got somewhat rougher at anything over 2,400 
2,425 r.p.m., which were the revs it was showing when 
flying level. At Renfrew I found Percival had increased 
his lead slightly, but not very much, as he was again nurs 
ing his engine, having picked up the time he had lost on 
the Newcastle section 

By this time Waller in the Comet and Henshaw in his 
Mew Gull, our nearest rivals for the {200 prize in Class B, 
were fairly well behind, and had probably decided to 
reserve their engines for the next day. Waight’s T.K.4 
was not far away, but as he was in the other class we did 
not worry about him, and he, of course, was in no hurry 
as his nearest rivals were the T.K.2 (De Havilland) and the 
Sparrowhawk (Stent) 

After landing I discovered that my starboard spat was 
breaking away at the top. With Capt. Percival’s help we 
repaired it temporarily with insulating tape, kindly supplied 
by the Club. 

Renfrew to Portpatrick was another slightly down-wind 
leg, so I again flew at about 1,500ft. It might have paid 
to fly higher and take advantage of the more northerly 
component, but the legs were all so short that it is some 
what doubtful. 


Discretion as the Better Part 


Portpatrick to Newtownards was flown as low as possibie 
During the half-hour stop at Newtownards I started my 
engine rather earlier than I should have done and had to 
leave it running for about eight minutes instead of my 
usual four or five, and, perhaps due to this, I ran it more 
slowly. Anyway, just as the machine was getting off the 
ground, the motor suddenly felt tired and dropped 200 
r.p.m, 

Apparently, both plugs in one cylinder had oiled 
or scoted. I circled round the aerodrome for a while in 
the hope that they would clear, but they did not seem to 
improve, so, working up to about 6,oooft. in case it was 
not the plugs and the engine got more tired still, I set off 
for Dublin, where I knew there was plenty of help and 
time to put it right. After rather a slow trip, as I eventu- 
ally went up to 8,oooft. on the way, I arrived to find that 
neither the Comet nor the T.K.4 had yet got through. 
After refuelling, my engineer went over the motor to locate 
the trouble. He did not find anything definitely wrong 
and it seemed to run perfectly well afterwards, but Leonard 
Morgan of K.L.G. decided that a change of plugs would 
not do it any harm, so they were changed, and afterwards 
I was very glad of it. ; 

Before the Race I had arranged to refuel only at New 
castle and Renfrew, but at Newcastle the petrol had not 
flowed through properly to the wing tanks, with the result 
that I had to add a little at Aberdeen also. The weather 
had been perfect the whole way, although the wind was 
somewhat strong, making it bumpy and difficult landing 
for'some of the slower machines. 

Saturday again dawned fine, so both Henshaw and Tf, 
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The author of this article, photographed at the start. 


who had trouble with our compasses, swung them on the 


base belonging to the Irish Air Force—only to find that 
they were not badly out at all. Most extraordinary' 
Perhaps it had just been nerves; yet | was certain in my 
own mind that it was not that. 

The first machine started off at 11.30 against a strong 
northerly wind, but by the time I got going at 13.17 the 
wind hed eased a littl I got on to the course by means 
of the compass, but before long found that it was still 
hopelessly out, as I hit the sea long before I should have, 
even after allowing 4 degrees for the wind. In the end 
this might have paid, as it gave me a very long piece of 
sea over which I could fly at practically zero feet, and 
where I could just get a positive boost in the induction 
On this leg, in any case, it did not pay to fly the straight 
course, as it took one over the Mourne mountains, which 
go up to 2,oooft., and by making a slight detour round 
the coast, they can be avoided comple tely 

On arriving at Belfast I found I was quickly catching 
up Henshaw, and when Percival arrived I found that I was 
just holding my handicap on him also, so my hopes ros¢ 
While I was waiting to start, Geoffrey de Haviliand came 
back with a damaged engine cowling—particularly bad 
juck as he seemed to be getting along very well, and had 
already passed one machine l was now taking great car 
to run my engine as little as possible on the ground, and 
when I did so to keep it fast and in coarse pitch This 
made it run more smoothly and on a weaker mixture, 4+ 
it was then off the slow-running jet, and vet not turning 
over too fast. 


Homeward Bound 

fhe run to Portpatrick was another low one, and |] 
approached the Coastguard Station just in time to s 
Henshaw turn on to the Carlisle course On this leg i 
was very uncertain how high to fly, but decided to go n¢ 
bigher than the few hills made me. Henshaw was mot! 
on his course than I, which took him over slightly highe 
ground ; which route was the better it was very difficuit 
to say, but I think, perhaps, his. On passing the new 
R.A.F. Aerodrome near Stranraer, I saw Broadbent's 
Double Eagle on the ground, and wondered what bad luck 
had put him out. 

From Carlisle out to St. Bees Head and then down to 
Blackpool was all flown in fairly smooth air at about 
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1,300ft. At Blackpool I refuelled with just enough petrol a _——— 
to get me to Cardiff, as there was plenty of time there to = =r Fa 


put in more, and I was now just beginning to realise that 
I miight be in the running for a place, provided the follow- 
ing wind did not help the two Miles Whitney Straights 
too much. 

Blackpool to Stoke was again down-wind, and Stoke to 
Leicester slightly so. Along this piece of the route there 
was a certain amount of haze and smoke, but not very 
much. I decided it was not worth going above 1,200 ft., 
but went slightly off my course to starboard to take 
advantage of the rising air over the edge of the Malvern 
Hills, bordering the Severn; a debatable policy, but I 
believe it pays when there is a long range of hills and a 
strong wind 

At Cardiff, where there was three-quarters of an hour's 
stop, the other machines had assembled and were refuelling. 
I found that the Whitney Straights were twenty minutes 
ahead of me and Percival three minutes behind. If I had 
carefully worked it out I should have known that I could 
do it, but I was too busy refuelling and getting the machine 
into place, and, anyway, I did not know the time of the 
two Vega Gulls in the hands of Guthrie and Schreiber. 
The other machines I had ruled out—why, I do not quite 
know. 


The Final Stretch 


Cardiff to Hatfield was another leg to be flown low, as 
the wind was about dead abeam. Over the Bristol Channe] 
we passed the Cygnet and, somewhere near Swindon, 
Hope’s Eagle. At Abingdon the Vegas came into sight, 
but it seemed a long time before they were passed and well 
astern. Now for the Whitney Straights! After getting 
well over the hills behind Halton, I still had not seen them. 
Just before St. Albans, however, they both came into sight, 
flying very low, with Lewin just in front. I knew then 
that I could do it, and took it for granted that I had passed 
Stent in the Sparrowhawk, although I had not seen any 
thing of him. 

Regarding technicalities, navigation was easy owing to 
the good weather, and by means of the stop-watch and 
‘‘time-marked map”’ scheme, it was fairly simple to know 
exactly where one was without having to concentrate too 
much. 

The Sperry gyro, which was worked off a venturi in the 
engine cooling duct, proved invaluable the whole time, 
especially on the northerly courses up to Aberdeen. The 
only reason I can think of for the inaccuracy of the com- 
pass is that it was swung with the engine stationary ; the 
latter might then have effected the compass when running : 
or perhaps the card of the Sperry, which was just 
above it, was not turned to ‘‘O,’’ where I always use it 
for steering. 

In going up to or down from altitude I considered the 
most suitable for that particular leg I always took great 
care to do it very gradually. My guide, both for diving 
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and climbing, was never to let the engine lose or gain more 
than 50 r.p.m. There were, of course, instances where this 
could not be adhered to owing to the height of the country 
immediately surrounding the aerodrome—for example, at 
Renfrew. 

In the adjustment of the two-pitch D.H. c.p. airscrew 
I had been advised by Capt. Percival to set the fine pitch 
relatively coarse, giving me about 2,025 r.p.m. on the 
ground. This meant that when I changed over to coarse 
on attaining 2,400 r.p.m. the engine dropped only about 
200 r.p.m., which brought 1t back to the same speed from 
which it had started on fine pitch on the ground. Th 
take-off procedure, therefore, was to climb steadily on fine 
pitch to sufficient height to enable a gentle dive to be 
made in order to get up speed quickly on changing over 
to coarse. After that, it was just a question of choosing 
the best altitude at which to fly, and then to stick on the 
course. 





“I was beginning to realise that I might be in the running for a place, provided the following wind did not help the two Miles 
Whitney Straights too much.’’ 
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EXPOSED IN PARIS : A mock-up Morane fighter leads the racing Caudron C-460, a winner at last year’s U.S. National Air Races, 


through one of the halls in the Salon D’Aviation. 


can be no quarrel with this one. 


IXTY heavy machines will make 

flights to French colonies in Indo 

China, Madagascar and Equatorial 
Africa towards the end of October 

Recently Russian Army machine 
was reported to have flown from Moscow 
to Kharkov about 650 miles at an 
average height of 53 miles, 29,500ft 

Eastern Air Lines have a small fleet of 
motor lorries with air-conditioning plant 
which is used to cool cabins of machines 
on the ground in summer, and heat them 
in winter 

General Valle, the Italian Under- 
Secretary for Air, made a _ parachute 
jump trom 2,oooft. to inaugurate the 
new school f . parachuting at the 
Viterbo airport. 

Eighteen machines of the improved 
Blenheim (Bolingbroke) type are to be 
built under licence at the Montreal Fair 
child plant They will be used for 
by the Royal 


il reconnaisancs 
Canadian Air Force 
One of Fr ince’s new 300 m.p h, 
Morane fighters is being adapted for ex- 
periments with the release of parachutes 
at high speeds 4 good deal remains to 
be learned about the behaviour of 


 brollies inder these conditions 
The eleventh annual Motor Ball, in aid 
of the Mote r and Cycle Trades Benevo- 
lent Fund, ~ takes place at Grosvenor 
House, London, W.1 . on October 19 
A Hillman Minx, presented by Messrs. 
E. and R. C Rootes, is the chief 


prize in a competition to be held in 
Connection with the Ball. 
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A gliding club will shortly start opera 


tions from the Campsie 


turesque range ol 


hills 


Fells a pK 


about ten miles} Fy 


Flight photograph.) 


Twenty-five Years Ago 





Whatever the criticisms aimed at some of the Exhibition interiors, there 


Fr fi fil SépPlember 21 
from Glasgow hangar has been 1gi2 
erected and t Scottish Flying Club official The ict that several thcers 
vill act as instruct: have been lled on monoplanes 
[here is a rumour that the French : has undoubt given tise to the 
Government will acquire a large number : impression rm I es . 
of Pratt and Whitney two-row radials class, are ingerous tl 
supposedly of the Twin Wasp type. This biplanes as a class 
step would be somewhat drastic, for the a ae 
American Government never releases an Otlicial approval has been given |{ 
engine for export until its own Army and the use of Rotol airscrew wit fe 
Navy are in possession of something very models in the Bristol Mercury range, t 
much better Incidentally, the produc Pegasus X, and the Rolls-Royce Kestre 
tion of Hispano Suiza liquid-cooled en rests on a Rotol model designed f the 
gines is said to be extremely small Merlin are under way 
THE _ - 
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UNTRUTH 
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The Merlin I, with 
detachable cylinder 
heads and flat-topped 
cam covers. The 
external appearance 
also differs from that 
of the Merlin II in the 
cast coolant pipes. 
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VEE-TWELVE PAR EXCELLENCE 


First Details of Rolls-Royce Merlin I and II : Latest Model Has Non-Detachable 


Cylinder Heads : 1,030 h.p. at 16,250 ft. 


engined biplanes slide into obsolescence and new, 
cleaner monoplanes take form, fly and reach the pro- 
duction stage. Several of these newcomers, powered 
with Rolls-Royce Merlin engines, have retained the charac- 
teristically sleek nose associated with a Rolls-Royce power 
unit. Later a more ‘‘snub’’ cowling may be supplied for 
the Merlin if the nose-position pressure radiator cowling as 
fitted to the Hawker Henley is deemed to be preferable to 
the mid-ventral or ventral installation. There are at 
present high-performance fighters and bombers featuring 
each of the three systems. ; 
The time has now come when the origin of the many 


To« past year or two has seen the familiar Kestrel- 


“horses ’’ beneath these cowlings may be investigated, and 
the Merlin engine, which has already earned itself a world- 
wide reputation, can be discussed in detail. 

Merlin I and II engines have now flown for over 2,000 
hours and exacting tests have shown a marked superiority 
over the early Kestrels, particularly in respect to the harsh 
treatment they will stand. It is claimed that no serious 
breakage has ever occurred in a Merlin II engine even 
under extreme flying conditions. 

The chief difference between the Merlin I (or F) and II 
(or G) lies in the cylinder heads. Detachable ‘‘ ramp” 
heads were used on the Merlin I’s, while the Merlin 
II’s have blocks and heads cast in a unit, following 
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In design the Merlin II is similar to 

, the Kestrel rather than to the Merlin L 

The more angular appearance of the 
Merlin II head can be seen here. 
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the firm’s extensive experience with this arrangement. 

In keeping with the Rolls-Royc« policy of many years 
standing, the general design embodies twelve cylinders in 
two banks of six set at 60 degrees. The cylinder banks 
have a common crankshaft, which at the front end has a 
splined coupling to the spur-type reduction gear and at 
the rear end drives the supercharger, camshafts and auxi- 
liaries through a spring drive unit. 

The Merlin II cvlinder block, like that of the Kestrels, 
‘wet '’ steel liners. An 


is an aluminium casting fitted with ‘ 
aluminium-alloy joint ring is arranged between the top 
shoulder of the liners and the block, while at the bottom 


a shoulder bears directly on to the crankcase. Fourteen 
long studs, the reaction of which is entirely upon the liners, 
secure each of the blocks. 

The lower 
coolant joint is a 
spring - loaded 
rubber ring 
located in an ex- 
ternal groove on 
the liners. 

Oil from th 
overhead cam 
shaft and rocker 
mechanism re 
turns down stain 
less steel tubes 
let into the 


A direct 
head design 





in the drawing 
the Merlin II and (right) of 
Merlin I. 


FLIGHT. 


block, which are sealed from the coolant by rubber rings 
at each end and which carry the middle ten holding-down 
studs, 

An additional six studs on each side of the block—a svs 
tem first tried on the Kestrel XVI—improve the face joints 
and prevent disturbance of the liners when the: blocks are 
removed. The top ends of the additional studs are blanked 
off and the lower ends made accessible through small 
separate covers on the blocks below the exhaust ports 

Special ‘‘turbulent’’ combustion chambers in a detach 
able head are a feature of the Merlin I in which the top 
flange of each liner is sandwiched between head and skirt 
with an aluminium joint ring above and below the flang« 
The head-liner-skirt assembly is secured by the usual 
fourteen large studs. 

Both Merlin models have four valves per cylinder, each 
with two concentric return springs [wo sodium-cooled 
exhaust valves are on the outside of the head, and two 
inlet valves on the inside All four vaives of the Merlin 
II are parallel to the centre line of the block, but the two 
inlet valves in the detachable head of the Merlin I are 
inclined at about 45 degrees to the exhaust. 

Inclined shafts from the wheelcase drive the overhead 
camshafts through bevel gears and each valve has its own 
rocker. The Merlin II camshaft assembly closely resembles 
that of the Kestrels. 

In both engines the exhaust valves have phosphor-bronz: 
guides ; high-silicon-chrome steel seatings are screwed into 
the heads. Engaging surfaces and the valve crown of the 


comparison of 
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ROLLS-ROYCE MERLIN—MAKERS’ 


General.—Twelve cylinders in two monoblocs of six, set at 


60 deg. vee; 


fully 


supercharged ; 


geared ; 


FLIGHT. 


ENGINE DATA. 


ethylene-glycol 


cooled ; right-hand rotation of airscrew, engine left-hand ; spur- 


type reduction gear, 


6 in.; capacity, 27 litres; compression ratio, 6: 


fuel. 


0.477:1 ratio. 





| 


INTERNATIONAL POWER 


MAXIMUM POWER 


RATED ROOST PRESST’RE | 


| MAX. TAKE-OFF BOOST 
| 
MAX. CLIMBING CONDI 
TIONS, | 
MAX. LEVEL FLIGHT 


MAX. CONTINUOUS CRUIS 
ING CONDITIONS | 


Max 

| 

Dry weit 
ENGINR. 


DIVING R.P.M 


COMPLETE 


| MAIN OFL PRESSURE | 
! 


AUX, OIL PRESSURE 


INLET TEMP. (MIN. TAKE 
OFF). 

| 

INLET TEMP. (MAX.) 

| INLET TEMP (EMER 


GENCY MAX 
} OIL CONSUMPTION 
Max. PURI DEMAND | 
FEED PRESSURE SUPPLY 


MAGNETO TIMING FULLY 
ADVANCE! | 


SPARKING PLUG GAP 


Max | 


TEME 


GLYCOL OvTLET 





0.012 in 


climb 


950/995 b.h.p. at 2,600 | 
r.p.m. at 12 250 ft | 





: | 1,030 b.h.p. at 3,000 | 1,025 b.hb.p. 


r.p.m. at 16,250 ft. | 


MAX. TAKE-OFF PowER. | 890 b.h.p. at 2,850 r.p.m. | 890 b.b.p. at 2,850 r.p.m 
| 


at sea level 


+ 6} Tb./sq. in 
6} Ib./sq. in. at 2,850 | 
r.p.m. (minimum r.p.m. | 


2.070 


6} Ib./sq. in. at 2,600 
ro. 


rp.m 


|} 3,400 


1,335 Ib 


Normal 69 
emergency min 45 
Ib. sq. in 


6 Ib./sq. in 
min. 2 Ib./sq. i 


15° ¢ 


mr ¢ | 


M5 ¢ 


10-16 pt./hr. 
00 gal./hr 
2-2 Ib. sq. in 


45° B.T.D.C 


95° ( cruising), 


Merlin If are specially surfaced with 


Aluminium-bronze 
valves, which have 
stellited 


> seatings are ins¢ 
cast-iron guides 


Bore, 5.4 -in.; 


Mein tt. = )—S| 


stroke, 
1; 87-octane 


Merlin I. 


950/990 b.h.p. at 2,600 
r.p.m. at 1: 





at 3,000 
r.p.m. at 16,250 ft. 


at sea level 

5} Th.’sq. in. | 
5} Tb./sq. in. at 2,850 | 
T.p.m. (minim'im F.p.1 

© O70 


5} Ib.’/sq. in. at 2,600 
r.p.m, 


5? tb.’sq. in. at 3,000 
r.p.m 
$} Ib./s in. at 2,600 
r.p.m 
3,000 - 
1,790 Ib. ee. r me 
Normal 60 Ib./sq. in 


emergency min. 45 
Ib./sq. in 


mr ¢ 
05° ¢ 


6-14 pt./hr | 


5 ¢ 
} 


imb 


s } gal hr 
2-2? Ib. ‘sq. in 

412° B.T.D.C, | 

| 

OO te | 

| 

cruising), 120° € 

- 


‘ Brightray’’ steel. 
rted for the inlet 
The stem tips are 


Piston and connecting-rod assemblies on the two engines 


differ little from Kestrel practice. 
pistons carry three pressure and two scraper rings. 
type, wholly machined, connecting rods of 


steel are employed. 


The piain forked 


Forged aluminium alloy 


Forked 
““H”’ section 
rod works on the 


outside of a split steel bearing shell lined on both sides 
The doubly forked rod carries the bear- 


with lead-bronze. 
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That the Merlin lends itself to clean and efficient cowling can 

be gathered from this illustration. Oil radiator and air 

intake can be seen, while the glycol radiator would probably 
be in the ventral position in this installation. 


ing and works on its inside surface on the crankshaft. 

The drive to all auxiliaries and the centrifugal blower 
employs a torsionally flexible shaft with positively limited 
twist, conveying the drive from the crankshaft to three 
planetary slipper gears which drive the impeller at 8.588 
times engine speed. The gears are friction-driven by alloy 
segments held in contact with the inside rim of the gears 
by light springs. As engine speed, and therefore slipper 
wheel speed, increases, the radial pressure of the springs 
is augmented by centrifugal force and the torque which 
the planets can transmit increases as the square of the 
speed. 

Aluminium alloy is used for the supercharger impeller, 
which has radial blades and a guide vane ring, At normal 
engine speed the impeller speed is about 22,330 r.p.m. 

A fixed datum type automatic boost regulator is fitted 
to maintain a constant boost pressure without continual 
reference to boost gauge and adjustment from the throttle. 

The Merlins have hollow, balanced crankshafts carried 
in seven special lead-bronze bearings. All bearing caps are 
held between closely fitting cheeks and have two vertical 
bearing studs and two long transverse bolts through each 
cap. The transverse bolts pass through the crankcase 
as well as the caps, and increase the rigidity of the whole 
engine. 

A spur-type reduction gear of 0.477: 1 ratio is fitted to 
the Merlins. Half the casing is cast integrally with the 
crankcase, and in this respect it differs from the Kestrels. 
The pinion, which is hollow, has roller bearings, and is 
concentric with, though separate from, the crankshaft. 
In this way all load due to gearing is isolated from the 
crankshaft. The driven shaft carries the airscrew, and 
has roller bearings and a ball-thrust bearing suitable for 
tractor or pusher installations. 

Oil pumps are carried on the lower half of the crank- 
____—_——_ case and have their drive from the 
wheelcase through an_ idler gear. 
The dry sump system is employed, 
and two scavenge pumps drain from 
the front and rear ends of the crank- 
case, each having a filter which de- 
taches easily downwards for cleaning. 
The pistons and ficating steel gudgeon 
pins, which have  phosphor-bronze 
bushes, are splash-lubricated, a baffle 


in the lower half preventing excess 
oiling. A single-pressure pump pro- 
vides, first, 150 Ib./sq. in. for v.p. 


airscrew operation, and, secondly, the 
high-pressure feed—between 60 and 
70 |b./sq. in.—for the big-end and 
crankshaft bearings and the fuel pump 





Cooling systems and details of mount- 
ing are clearly shown in this drawing 
of a tynical Merlin installe-on. 


RADIATOR OUTLET PIPE 
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An experimental Merlin I] engine on test with Rotol Airscrew. 


is without 


bush. Finally, between 4 and 8 lb./sq. in. is provided 
for the low-pressure system, feeding camshaft, rockers and 
auxiliaries. Each stage has a relief valve. 

A full complement of drives is taken from the wheel- 
case, which is sandwiched between the blower and crank- 
case at the rear of the engine. The connection with the 
crankshaft is through the spring drive, then forward again 
to bevels in the wheelcase. The upper vertical shaft deals 
chiefly with camshaft drives and a lower with pump drive. 
In addition to the two magnetos a dual gear-type petrol 
pump, water pump, generator, hand and electric starters 
and engaging mechanism, which are taken from the -wheel- 
case, other drives are taken from the camshafts, namely, 
B.T.H. air compressor, generator pump for gun turret 
operation, revolution counter and R.A.E. air compressor. 


The 1938 Coupe Deutsch 


T= regulations governing the 1938 Coupe Deutsch de la 


Meurthe race have now been issued. Copies can be 
obtained from the Royal Aero Club Ihe race is to be flown 
over a 100 km. (62 miles) circuit, starting at Etampes-Mon- 


desir aerodrome. on May 29, 1938 rhe cylinder capacity of 
the engines is limited to 6.5 litres, and the actual contest will 
be flown in two stages of 1,000 km. (621 miles) each, with 
a compulsory stop of one hour between the stages. The winner 
will receive iddition to the Deutsch Cup, a prize of 100,000 
francs 

lo be eligible competing aircraft must, between March 15 
and May 15, demonstrate over a 500 km. (311 miles) circuit 
their ability to fly at an average speed of at least 350 km. 


217.5 miles) per hour They also have to take off in not 
more than 5c¢0 metres and pull up in the same distance, a 
tape placed 1 metre 3.28{t.) above the ground having to be 


cleared In both cases. 


Entries at an ordinary fee of 2,000 francs can be made up 
till October 20, and at a fee of 6,000 francs up till February 15, 
1935. One-half of the fees is returned to competitors who start 
n the race. 

Entries should be made through the Royal Aero Club, 1109, 
Piccadilly, London, W I. 


About Bakelite 
A BOOKLET ntaining information of considerable interest 
** and value has been issued by Bakelite, Ltd., of 68, Victoria 
Street, London, S.W.1 Dealing chiefly with Trefoil laminated 
sheet and preparations from it, the booklet contains several 
illustrations and a table of physical properties of the more 
important grades of Bakelite produced by the company at 
their Tyseley Birmingham, works. 
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The exhaust manifold fitted is not standard and the airscrew 
its spinner. 


Either of the fuel pumps can work separately if the other 
fails. 

The Rolls-Royce /S.U carburettor would require .a 
separate article to describe it in any detail. It is of the 
twin-choke tube, up-draught type, with a separate diffuser 
to each choke placed at right angles to the airstream, A 
semi-automatic two-stage mixture control device, operated 
by air intake pressure, boost and/or pilot’s lever is pro 
vided. Each main jet is controlled by an aneroid. 

Detail improvements which are to be seen externally are 
the neat screening of magnetos and plugs 

As on the Kestrels, plugs are arranged on opposite sides 
of the combustion chamber, and the ‘‘ A’’ side (starboard) 
magneto fires all inlet side plugs, and the ‘‘B”’ side all 
exhaust, or outside, plugs 





NEW POWER FOR THE DRONE : How the flat-four Ava 
two-stroke engine is arranged in Lord Sempill’s new Drone. 
The airscrew is well clear of the cut-away trailing edge 
and the engine turns over.at only 2,100 r.p.m., so the 
familiar noise is no longer heard ; this machine has, in 
fact, that quality of quietude which should add greatly to the 
pleasure of what is now rather more than ‘‘ Drone-floating.’’ 
The price of this model has been fixed at {325 with full 
equipment. (Flight photograph.) 
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NEWS from HERE and THERE 





A Swash-plate Engine Design 


A VERY unusual engine design emanating from an engi- 
neer who has been “in the game ’’ from the very 
beginning should be interesting. Assisting Maurice Farman 
in his early efforts and suffering in company with a few 
others the derision of cynics who saw no use in supercharg- 
ing, Mr. J. Wooler has been responsible for several very 
successful engines, particularly for motor cycle racing. 

The aero engine design which he has lately produced, the 
result of spare-time work spread over the last year or so, 
embodies tine swash-plate principle. It is radial in a sense 
and, as can be seen from the drawing, has horizontally 
opposed pistons The designer feels that the special ad- 
vantage of such an engine is in the lightness of construction 
made possible by the fact that practically all the energy 
is conveyed in an even torque to the crankshaft, which also 
takes most of the strain usually placed on the crankcase 
and cylinder walls. The number of moving parts is small 
ind the usual advantages of opposed pistons and single com- 
bustion chamber should be secured. 

Such a design it is claimed, allows a very compact and 
light layout without the usual attendant efficiency losses and 
difficulty in accessibility and cooling. 

Full particulars and plans for development can be furnished 
by the designer, whose address is West End Road, South 
Ruislip Middlesex. 


For Ex-R.F.C. Wireless Operators 


HE Royal Flying Corps Wireless Operators Old Comrades 
Association, formed to foster the spirit of comradeship 

created during the war, has been in existence since 1930. Mem- 
bership is open to all wireless operators who served in the 
R.F.C. and R.A.F. up to 1919. Reunions are held on the 
second Tuesday in each month and visits to various places 
of interest are arranged. 

rhe annual dinner is to be held on Saturday, October 30, 
at the First Avenue Hotel, High Holborn, Lendon, W.C.2. 

Full particulars can be obtained from the Hon. Secretary, 
56, Regency Street, London, S.W.1 


Plastic Progress 


WING to the enormously increased demand by the aircraft 
industry for the kind of work (windscreen moulding, etc.) 
in which they specialise, Plastilume Products are now doubling 
the area of their factory by taking over the premises adjoining 
their present factory in Humes Avenue, Boston Road, Hanwell, 
London, W.7. This is the second extension by this firm within 
the last twelve months ‘ 
Mr. R. H. Moon has recently joined the organisation, after 
having been chief salesman of the Celastoid department of 
British Celanese, Ltd., for the last few years. 
























































The layout of the 
Wooler swash-plate 
engine, dealt with on 
this page. 
Safe Anchorage 

A RATHER novel type of screw picket, termed the 
+ Scrulix guy anchor, is being supplied to the Air 
Ministry, Admiralty and War Offce, and is being used for 
picketing aircraft, anchoring temporary hangars, and many 
oiher purposes. It is very simple in construction, consisting 
merely of a steel rod with an eye at its upper end and a 
sharp and sturdy helix at the other. It is screwed into the 
ground by means of a bar through the eye. 


In ordinary earth it is stated, a 5ft. ‘‘ Scrulix ’’ anchor 





The Scrulix picket, showing 
the helix. 





with 5in. diameter helix will withstand a pull of 11,200 b. 
A wide range for loads of from 1,120 Ib. to 40,000 Ib. is ¢ flered 
including a special aircraft model of low weight The makers 
are The ‘‘Scrulix’’ Co., Ltd., 36-38, Victoria Street, London. 


For Screens and Windows 


ELL established during recent years in the manufacture 

of aircraft windows, cockpit enclosures and inspection 

panels, Rhodoid ‘‘V.4’’ transparent sheeting now gives place 

to a further improved product by the same makers, May and 
Baker, Ltd. 

Known as ‘‘ V.7 Aviation Rhodoid,’’ this sheeting not only 
has enhanced clarity, greater resistance to scratching and 4 
higher degree of polish, but will, it is stated, remain stable in 
quality up to the highest temperatures likely to be used im 
moulding or bending 

The new ‘‘V.7”’ quality retains the toughness and high 
impact strength characteristics of cellulose acetate sheet, and 
is available in a range of thicknesses from 1 mm. for inspection 
panels up to 6 mm. for windows and screens of high-speed 
machines, whilst complying with the requirements of B.S.S. 
F.56 in all thicknesses 

Revised information regarding the most satisfactory 
methods of working and forming Rhodoid is now available oa 
request to May and Baker, Ltd., 42/3, St. Paul’s Churchyard, 
London, E.C.4. 


Intense 


HE concentrated coiled-coil filaments of the newest G.E.C. 

projector lamps operate at a temperature above that of 

the oxy-acetylene flame, and higher than the boiling point of 

iron. Certain types of these lamps play their part in acm 
drome lighting equipment. 
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SERVICE NOTES AND NEWS 


THE HIGHER COMMAND 


This month has seen most important changes in the higher com- 
mand. Air Chief Marshal Sir Cyril Newall, K.C.B., C.M.G., C.B.E., 
\.M., has taken over the office of Chief of the Air Staff from Marshal 
of the Roval Air Force Sir Edward Ellington, G.C.B., C.M.G., C.B.E., 
and the latter has become Inspector-General \ir Vice-Marshal 
W. G. S. Mitchell, C.B., C.B.E., D.S.O., M.C., A.F.C., has become 
Air Member for Personnel, and Air Vice-Marshal W. L. Welsh, C.B., 
DS.C., A.F.C., has become Air Member for Supply and Organisa- 
tion on the Air Council. Air Chief Marshal Sir John Steel, G.C.B., 
K.BE., C.M.G., who has been Air Officer Commanding-in-Chief 
Bomber Command, has been placed on the Retired List at his own 
request. 

No. 5 (BOMBER) GROUP 

No. 5 (Bomber) Group took over executive command of the fol- 
lowing stations and units with effect from September 1:— 

R.AF, Station, Hemswe!l.—No, 61 (Bomber) Squadron and No 
1444 (Bomber) Squadron 

R.A.F. Station, Waddingion.—No. 44 (B) Squadron, No. 50 (B) 
Squadron, No. 110 (B) Squadron, and Air Ministry W/T Section 

2.A.F. Station, Grantham.—No. 113 (Bomber) Squadron and No 
2u. (Bomber) Squadron 


THE ANTI-PIRACY PATROL 


Nos. 209 and 210 (G.R.) Squadrons, both equipped with Singapore 
lll flying boats, have been sent to the Mediterranean to take part 
in the patrol against “‘ pirate ’’ submarines. No. 202 (G.R.) Squad- 
ron, equipped with Scapa flying boats, is permanently stationed at 
Malta 


No. 48 (GENERAL RECONNAISSANCE) SQUADRON 





No 48 (General Reconnaissance) Squadron will be transferred te 
the Coastal Command and placed in No. 16 (Reconnaissance) Group, 
with effect fr Nov ember 1 ’ 

Chis squadron has been in No. 23 (Training) Group and has been 


used at Manston for exercising pupils at the School of Air Navi- 


gation 


ROYAL AIR FORCE COLLEGE 


The following flight cadets successfully completed on July 30, 
1937, their course of training at the Royal Air Force College The 
names are arranged in alphabetical order ap Ellis, P. R., Archer, 
J. C., Atkinson, C. F., Butler, P. S. (Winner of Air Ministry prize 
for Imperial and War Studies), Cox, H. F., Cox, P. A. N. (Winner 
of R. M. Groves Memorial Prize), Dawson, P. W., Donne, M. S., 
Frogley, R. IT. (Winner of the Air Ministry prize for Aeronautical 
Engineering), Gethin, J. P. D., Green, D. R. D., Grindon, J. I 

Hanlon, T. J., Hughes, J. Mc. C. M., Kelly, D. D. A., Kettiewell. 
G. V. W., Lee. R. H. A., Lowry, W. FP. M., Lynch-Blosse, E. H., 

Mackie, K. | Mavor, L. D., Mead, I. A., Measures, W. I S.. 
Meston, P., Oakeshott, A. R., Pearce, J. F., Pike, J. M. N. (Winner 


of H.M. The King’s Medal and the Sword of Honour), Pitcairn Hill, 
\., Tennant, | Wheeler, H. N. G., Wigg, P. M. (Winner of 
\ody Gerrard Fellowes Memorial Prize and the J \. Chance 


Memorial Prize), Wilkins, J. T., Wykeham-Barnes, P. G. 


AIR MINISTRY ANNOUNCEMENTS 


No. 8 FLYING TRAINING SCHOOL 


The undermentioned officers have been awarded special~assess 
ments on completion of a course of flying training at No. 8 Flying 
[raining School, Montrose 


Distinguished Pass 
F/O, D. B. Allison, A.P/O.s H. H. Burnell, E. J. Carter, G. B. 
Doudney, W I Russell, P. S. Weaver, L. ¢ Withall 


NEW WEATHER STATION 
rhe Air Ministry is purchasing Woodhead Hall and 12 acres of 
land at Cheadle, Staffs, for the erection of a wireless station to be 
~t prunarily for meteorological purposes 


EXTENSION OF SERVICE 

rhe Air Council have decided that, in future, the qualifying period 
of service at which extensions may be granted to short service 
officers entered for four years will be on completion of two and a 
half year’s service instead of eighteen months 

FLYING ACCIDENTS 

rhe Air Ministry regrets to announce the following accidents 

P/Q. Leonard Wilham Lowden, A.P/O. David Sorley Munro, 
\.P/O. Hugh Gordon McDonald and A/C.2 Thomas Douglass lost 
their lives as the result of an accident which occurred at Guis 
borough, Yorkshire, on September 11. P/O. Lowden was the pilot 
olf the aurcrait 

Sergt. William Henry Victor Rimer (pilot) and A/C.1 Michael 
Kirwan lost their lives and A/C.2 Kenneth Mark Butcher is missing 
and believed to have lost his life as the result of an accident which 


occurred in Conway Bay, North Wales, on September 17 to an 
iircrait of No. 220 (General Reconnaissance) Squadron, Bircham 
Newton 


TITLES OF SQUADRONS 


The following table shows the various types of squadrons com- 
posing the Roval Air Force and the titles that are to be used in 


thicial correspondence and operation orders 








Example of Title to be used in Example of 
Type. cial Correspondence. abbreviated Title. 
Fight No. 1 (Fighter) Squadron 1 (F) Sqn 
Bomber No. 6 Bo. nber) Squae | 6 (B) Sqn 
Rect 1isSar No. 201 (General Reconnaisance) | 201 (G.R.) Sqn 
Squadr | 
Army cc iti No. 2 (Army ( m | 2 C.) San 
Tomped No. 22 (Torped ’ 22 (T.B.) Squ 
Bomt unsport No. 70 (Bomber 70 (B.T.) Sqr 
Cor $ No, 24 (€ i 24 (Comn » 
It should be noted that the sub-classifications light, medium and 
heavy bomber are obsolete and that flying boat squadrons are now 
calle eneral reconnaissance squadrons 


ROYAL AIR FORCE GAZETTE 


I Ga Sef amet 10, 193 
Gei ld Du Bianch 
The follo < Flight Cadets, having successfylly passed through 
the Royal Air | e College, Cranwell, are granted permanent com 
sons a5 Pilot Otheers with elfect from and with seniority of 


July 31:—J. M. N. Pike, R. T. Frogley, P. M. Wigg, J. A. Pitcairn 
Hill, P. A. N. Cox, L. D. Mavor, E. Tennant, H. N. G. Wheeler, 


F. Pear J. C. Archer, 2 Meston, J. 1. Wilkins, P. W. Dawson, 
WE MJ : ti] Ho lon, H. F. Cox, K. F. Mackie, R. H. A 
Lec \. R ) ott, M. S. Donne, P. G. Wvykeham-Barnes, 
PR Db. D. A. Kelly, 1. A. Mead, P. S. Butler, E. H 
Each 3 I. P. D. Gethin, W. E. G. Measures, G. V. W 
Kett 'y KR. DD. Green, J. E. Grindon, J. Met M. Hughes 
t ag det ©. b. Atkinson, having successfully passed through 
He Noval Air Force College, Cranwell, is granted a permanent 
wo — I t Officer on probation with effect from and with 
co ot ] I 

he iol re granted short service commissions as Pilot 


Officers { ‘ 
a tor 1 ears on the active list with effect from and with 


Seniority of August 26:—B. S$ Ambevee, W. M. Blom, R. W. Bun- 
er, L R. Clisby, J. F. Dilworth, . H. Edwards, A. L. Farrington, 
Herter tt? A: R. Gibbes, G. F ahha \. L. G. Hubbard, D. H. 

unter, J. C. Kenne ly, J. W. E. Leighton, O. J. T. Lewis, A. F. 





McGhie, J. F. McKinlay, N. H. E. Messervy, A. R. Mulligan, R. J 
Reed, E. H. Ross, J. IT. B. Sadler, W. B. Skinner, S. C. Walch, 
Kk. H. Walsh 

The following are granted short service commissions as Pilot 
Officers on probation with effect from and with seniority of August 
16 D. B. Allison, E. J. Carter, G. B. B. Doudney, | Ww. Ss 
Keighle 

R. K. Beale & grante 1 short service commission as Acting Pilot 
(Mflicer on probation with effect from and with seniority of August 


1; F/O. P. H. Dunn is promoted to the rank of Flight Lieutenant 


(September - P/O. A. W. Fletcher is promoted to the rank of 
Flying Officer (Au 9); Wing Cdr. J. K. Wells, O.B.E., APA 
R.A.F. Ret.), is granted the hon. rank of Group Captain (August 


Dental Bianch 


The commission of F/O. H. B. Shay, L.D.S., is antedated to 
\pril 1, and he ceases to be seconded to Guy's Hospital with effect 
from August 8. (Substituted for notification in Gazette of August 


24.) 
COMMISSIONED ENGINEER OFFICERS 
The following Warrant Officers are granted permanent commis- 
sions as Flying Officers on probation with effect from August 30 
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and with seniority of August 23:—J. W.. Dunk, M.B.E., W. Lodge, 
W. Jenkins, F. W. Henwood, E. Salter. 
The following Flying Officers are promoted to the rank of Flight 


Lieutenant (September +):—J. T. Brown, J. E. Atkins. 
COMMISSIONED SIGNAL OFFICERS 


The following Warrant Officers are granted permanent commius- 
sions as Flying Officers on probation with effect from and with 
seniority of August 30:—H. W. Smith, M.B.E., J. F. Hall, A. 
Kemsley, D.S.M. 


Memoranda 
Fit. Cadet C. R. G. C. King is granted an honorary commission 
as a Second Lieutenant with effect from the date of his demobilisa- 
tion (March 12, 1919); the permission granted to K. S. Kirkaldy 
to retain the rank of Lieutenant is withdrawn with effect from 
July 5. 
ROYAL AIR FORCE RESERVE 


Reserve of Air Force Officers 
General Duties Branch 

The following are granted commissions as Flight Lieutenants in 
Class C on the dates stat -: Capt. H. B. Maund (July 19); S. “4 
Woolf (July 26); Fit. Lt. F. C. Metcalfe (R.A.F., Ret.) (July 27) 

F/O. A. P. Glenny 4 hte. his commission on A on of 
ill-health (September 1); F/O. R. K. Beale relinquishes his com- 
mission on appointment to a short service commission in the Royal 
Air Force (August 21). 

The following relinquish their commissions on appointment to 
short service commissions in the Royal Air Force (August 16):— 
F/O. D. B. Allison. Acting Pilot Officers on probation:—E. J. 
Carter, G. B. Doundney, F. W. S. Keighley. 

F/O. F. G. Ferrier relinquishes his commission on completion 
of service (July 1, 1936). 

The following are transferred from Class A to Class C on the dates 
stated: —Flt. Lt. R. G. M. Apthorp (October 24, 1936); F/O. A. L. 
Brain (September 14). 

F/O. A. J. S. Morris is transferred from Class 
(September 5, 1936). 

The following Flying Officers are transferred from Class C to Class 
A on the dates stated: —W. Dougall (April 6); E. L. Brackenbury 


AA{ii) to Class C 


V. Kibblewhite is transferred from Class C to Class 


AAGii ‘(June 30). 
AUXILIARY AIR FORCE 


No. 500 (County oF Kent) (BomBer) SQguapRoN.—W. H. Corry 
is granted a commission as Pilot Officer (August 17); P/O. P. 
Green is promoted to the rank of Flying Officer (July 30). 

No. 502 (U:ster) (Bomper) SguaprRon.—tThe following 
Officers are promoted to the rank of Flight Lieutenant 

-B. G. Corry, R. T. Corry. 


Flying 
(August 


ROYAL 


Appointments.—The Royal Air 


Force are notified :— 


following appointments in the 


val Duties Branch 
Boyle, to R.A.F. 


Gen. 

Squadron Leaders.—D. A. 
duty as Chief Flying Instructor, 1.9.37. H. 
Headquarters, No. 2 (Bomber) Group, Andover; 
duties, 2.9.37. 5. L. Blunt, to No. 8 Flying Training School, 
rose; for Administrative duties, 31.8.37. J. R. Mutch, to 
ment Training Camp, Leuchars; for Flying duties, 30.8.37. 

Flight Lieutenants.—H. B. Wrigley, to Headquarters, No. 16 
(Reconnaissance) Group, Lee-on-the-Solent, 31.8.37. J. S. Sabine, 
to R.A.F. College, Cranwell, 1.9.37. C. S. Widdows, to Aeroplane 
and Armament Experimental Establishment, Martlesham Heath, 
1.9.37. W. C. Cooper and G. K. Tulloch, to No. 1 Anti-Aircraft Co- 
operation Unit, Biggin Hill, 27.7.37. R.G. Watson, to No. 8 Arma- 
ment Training Camp, Evanton, 29.8.37. J. B. S. Monypenny, to 
No. 3 Armament Training Camp, Sutton Bridge, 23.8.37. 

Flying Officers.—D. W. Williams, to No. 1 Anti-Aircraft Co-opera- 
tion Unit, Biggin Hill, 27.7.37. C. F. Herington, to No. 810 (Tor- 
pedo Spotter Reconnaissance) Squadron, 1.9.37. C. A. Wood, to 
No. 7 Flying Training School, Peterborough, 12.8.37. 

Pilot Officers.—J. H. Van, to No. 7 — r) Squadron, Finning- 
ley, 24.6.37. H. A. A. Webster, to No. 1 Armament Training Camp, 
Catfoss, 16.8.37. B.S. Ambrose, W. M Blom, R. W. Bungey, and 
A. L. Farrington, to No. 8 Flying Training School, To 1.9.37. 
M. W. B. Knight, G. F. Graham, A. L. G. Hubbard, O. J. Lewis, 
and J. F. McKinley, to No. 10 Flying Training School, Tore Hill, 
1.9.37. 


College, Cranwell; for 
Broadhurst, A.F.C., to 
for Personnel Staff 
Mont- 
Arma- 


THE MILAN 


N view of Italy’s successes in her campaign for world’s records 
and the brilliant performance of her team in the Damascus 
race, the second Italian International Aero Show, to be held 
in Milan from October 2-18, should prove an even greater 
attraction than the exhibition of two years ago. Aircraft, 
engines and accessories, not only of Italian manufacture, but 
from a number of other countries, are listed to appear. 
As an indication of the probable size of the affair, one concern 
alone—the Cantieri Riuniti dell’ Adriatico (Cant.)—will exhibit 


FLIGHT. 


SEPTEMBER 23, 1937, 


No. 607 (County or DurnaM) (FicuTer) Squapron.=-F /O, J. 4 
Vick is promoted to the rank of Flight Lieutenant (March 4), 
Equipment Branch 
The following are granted commissions as Flight Li 
(July 19):—Capt. W. E. Bridson (1.A., Retd.), Capt. D. 
D.C.M. (Ret.). 


itenants 
Mac kintosh, 


London Gazette, September 14, 1937 . 
General Duties Branch 

Pilot Officer on probation J. A. F. Mertens is confir: 
appointment (August 31). 

rhe following Acting Pilot Officers on probation are confirmed 
in their appointments and graded as Pilot Officers on the 
stated: —K. W. Bonnar, F. G. O. Box, A. H. Boyd, J. N 
J. Dugdale, C. E. Ealand, P. Folkes, C. A. Harris, D. b 
A. J. Madge, P. E. B. Martin, P. W. V. Massy, E. Parker, A, §, 
Phillips, H. C. M. Pollard, C. B. G. Robinson, W. J. Smith, J. G. W, 
Swain, M. J. B. Young (July 13); G. A. Thompson (August 6); 
H. R. MacD. Beall, E. D. Godfrey, D. L. R. Halliday, D. Kk. Hear, 
R. A. Holloway, H. E. Hopkins, J]. G. McGrail, A. J. Mould, 
Rogers, M. H. Roth, H: J. Seagrim, J. T. L. Shore, W. B 
Tr. W. Storey, C. A. Wallis, R. D. Williams (August 17); 
Baxter, A. R. H. Beauman, J. C. H. Blake, E. D. Chantler, E. : 
Chivers, K. B. Corbould, J. W. B. Davis, B. O. Dias, J. W. Ford. 
ham, J. A. Ingram, B. R. Kerridge, F. L. Litchfield, D. H. Lowe, 
A. McPherson, C. Murray, J. R. 5. Rotmanes, E. N. Ryder, M 
Scott, G. E. ere m, KR. H. Thompson, A. L. Vipan, E 
Winning, R. S. _C. Wood (August 24); L. H. Baker (August 
A. F. Barber, H. A. Bethune, T. C. Brock, P. Campbell, 

Carter, J. F. Chandler, W. G. Clouston, B. A. Coventry, G 
Davies, G. F. ao J. C. Hamilton, F. B. Harris, F.. Hume, C. §, 
Kearey, J. C. G. Macnab, G. R. Magill, J. E. Mahony, D. P. Marvin, 
Db. C. F ad ., A. Meade, D. S. Munro (since deceased), T. G, 
Pace, E. J. C. Richardson, G. S. P. Rooney, J. F. Ross, H. §, 
Shaw, G. Smith, R. E. G. Van der Kiste, A. D. Watson, G. F, 
Witney (August 31); D. Devoto (September 1). 

Acting Pilot Officer on probation S. L. Ring is graded 
Officer on probation with effect from June 29, 
= appointment with effect from July 13. 

The following Acting Pilot Officers on probation are graded as 
Pilot .Officers on probation with effect from July 6 and are con- 
firmed in their appointments with effect from the dates stated:— 
R. N. Haynes, G. A. P. Manwaring (August 4); J. L. Rees (August 
6); L. S. S. Edeson (August 10). 

The following Acting Pilot Officers on probation are graded as 
Pilot Officers on probation. with effect from July 13, and are con 
firmed in their appointments with effect from the dates stated:— 
P. Tomlinson (August 4); T. W. Rippingale (August 10 

Equipment Branch 
following Flying Officers on probation are confirme: 
Gale, C. H. V. Harding, 


ed in his 


dates 
Collins, 
Harris, 


as Pilot 
and is confirmed in 


The 
a (August 28):—F. 
C. E. Lindsell. 


in their 
Jones, 


AIR FORCE INTELLIGENCE 


Acting Pilot Officers—The following are posted to No 
Training School, Montrose, with effect from 21.8.37 H. W. 
Dunn, G. D. Hill, D. T. Parrott, N. Williams, M. M Flemi ng, P. D. 
Parry-Jones, C. N. Gardner, A. W. Matthews, J. P. Thompson, 
J. vg D. Irvine, A. D. Nunweek, J. C. G. Sarll, R. N. Cullen, 
J. Lalor, M. E. Hargrave, J. F. Sharp, D. G. Hall, B. G. Meyer, 
H. yt 4 P. W. Spencer, and R. K. Beale 

The following are posted to No. 10 Flying Training School, Tem 
Hill, with effect from 21.8.37:—L. J. Rooney, D. B. Gericke, H. 
Burton, S. B. Bintley, J. R. H. Lewis, D. S. M. Burrell, C. G. 
Miles, D. J. G. Jackson, J. D. Edmonds, R. D. Davies, G. T. 
Rhodes, .G. A. Edney, M. G. Robin, J. I. Baker, J. Ing, M. MeL 
Powell, D. E. Ryder, C. R. D. Thomas, E. P. Willcox, E. Q 
Moody, R. B. G. E. Clark, L. Jones, R. A. Ransley, E. F. Tonge, 
R. A. G. Ellen, C. F. Kirkwood-Hackett, J. C Mungo-Park, 
V. A. W. Rosewarne, J. W. Stephens, K. G. J. Wakefield, F E. 
Board, A. J. A. Llewellin, F. M. Boycott, W. S. Moore, 
Laing, A. L. McEwen, J. il. L. Allen, D. G. Ogilvie, W. ¢ 
son, K. A. Hackay, P. J. Frost, F. C. Gibbs, and T. H 


Equipment Branch 
to R.A.F. 


8 Flying 


Tayler. 


Squadron Leader.—J. Davison, Station, Cardington; for 


equipment duties, 1.9.37 
Flight Lieutenant A. W 


1.9.37. 


Rule, to R.A.F. Station, Cranwell, 


Medical Branch 


E. Johnson, to No. 7 Flying Traini 
as Medical Officer, 3.9.37. 


Squadron Leader.—F ng School, 


Peterborough; for duty 


AERO SHOW 


~~" complete machines, mostly large multi-engined models. 

Caproni, Savoia, Breda, Fiat and Piaggio will be worthily re pre 
sented, and various smaller manufacturers of both civil : 
military aircraft will contribute. Quite an impressive display 
of liquid- cooled and air-cooled engines by the leading manufac- 
turers is promised. 

An example of the Savoia Marchetti S.79, similar to the vic- 
torious Damascus race machines, will be available for 
inspection. 
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KING'S 


wa CUP | | | =. ult 
" CAMEOS * : 


Some Personalities 
Caught by the 
Y _ ? 
Camera at Both Family affair I: Miss Pearl Henshaw, “Pop’’ and 


Ends of the Race Alex. clean down their Mew Gull at Baldonnell. 
“4 . ‘ (Flight photograph 





(Below) Major Alan Goodfellow, who, 

with Mr. Ashwell-Cooke, represented 

the R.Ae.C. at Baldonnell, tells the 

populace what it’s all about Flight 
photograph 


Promotion of a A f’ 
soldier: Brig. ‘ . . 
Gen. Lewin ' - . . 
chaired after 

the fine effort 

which brought 

his Miles 

Whitney 

Straight into 

second place. 

Flight 
photograph 


(Left) Fit. Lt. 
Edwards, Jun., took 
Father to Hatfield 
to show him what 
the finish would 
have looked like if 
he (Father) had 
reached it. 





Right) Family affair Il: De Havillands 
in force at Hatfield (left to right) : Peter 
D.H., Lt. Col. Sir Francis McClean, Capt. 
Geoffrey D.H., John D.H., Mrs. Geoffrey 
D.H., Geoffrey D.H., Mrs. Geoffrey 


D.H., Jun. ‘light photograph 
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The American National Air Races : 
Red-blooded Flying : Home-made 


Horrors and Converted Pursuits 





A typical crowd scene at 
the National Air Races, the 
** high-spot ’’ of America's 
aerial sporting year The 
formation is composed of 
Great Lakes dive bombers 
belonging to the U.S. Marine 


Corps. 
EARLY eighty tw 
thousand dollars jp 
prize money caused 


numbers of very 

brave pilots with ven 
fast-flying and fast-landing 
aeroplanes to gravitate t 
Cleveland for the 197 
National Air Races, and 
the prospect of thrills un 
limited occasioned, as } 
previous years, a_ publi 
pilgrimage to this 
gladiatorial gathering 

The key events were the 
Bendix Trophy Race 
free-for-all transcontinental 
dash from Los Angeles 
to Cleveland), the Chomp 
son Trophy Race (flown 
over a closed course), and 
the Greve Trophy Ra 
confined to machines with 
engines of 549 cu. In 
capacity or less 

Mr. Frank Fuller, a 
wealthy sportsman who has 
lately acquired a_ racing 
version of the Seversky 
single-seater pursuit mono 
plane as ordered by the 
U.S. Army Aijir_ Corps 
carried off the 25,000 dollars 
Bendix prize and, without 
landing at Cleveland, cor 
tinued to New York and 
broke the _ coast-to-coast 
record for the west-east tri 
His time was 9 hr. 35 min 


Views of Frank Fuller’s new Seversky in 
action and at rest. This machine 1s 4 
racing development of a standard pursuit 
type ordered in quantity by the U.S. 
Army Air Corps to replace the obsolescent 
Boeings. 
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Roscoe Turner’s new Twin 
Wasp - powered Ring - Free 
Meteor which, strangely 
enough, returns to the fixed 
undercarriage, possibly indi- 
cating some outstanding 
advantage of the mid-wing 
arrangement. 


Rudy Kling, an adventurous 
farm-worker who spends all 
his pocket money on prepar- 
ing tor the races, carted oft the 
massive Greve and Thompson 
trophies, in addition to the 
Henderson award for the most 
points scored during the four 
day meet. 

Technically, the races were 
interesting because they 
marked the introduction of 
the  14-cylinder two-row 
Pratt and Whitney Twin 
Wasp engine into the sporting 
field. Units of this type were 
fitted to Roscoe Turner’s new mid-wing monoplane which 
has a Gladiator-like undercarriage and the Severskys of Frank 
Fuller and Frank Sinclair. The terrifying home-made pro- 
jectiles which have come to be associated with the Races were 
again in evidence. 

Count Otto von Hagenburg gave one of his miraculous per- 
formances on a borrowed Biicker, having dropped his own 
on to the ground while inverted, narrowly averting scalping 
himself. 

The Races provided an opportunity for the demonstration 
of a number of new types of aircraft, one outstanding example 
being the Seversky two-seater Cyclone-powered fighter built 
for export. Orders are expected from certain foreign powers. 

The U.S. Army, Navy and Marine air services contributed 
exhibitions of formation flying. Of special technical interest 
were a squadron of Consolidated two-seater pursuit machines, 
mounting Curtiss Super Conqueror engines with exhaust 
driven superchargers. The Marines were using Great Lakes 
dive-bombers, and the Navy was represented by dumpy 
Grumman fleet fighters. 

Michel Detroyat, who put up such a marvellous perform- 
ince at last year’s Races on his Caudron-Renault, did not 
take part, although he was a spectator. 


Two views of the new Seversky 
two-seater fighter developed 
for the export market, one show- 
ing the installation of the free 
Browning gun. The engine is 
an 850 h.p. Cyclone G. Major 
Alexander de Seversky is seen 
‘up front.’’ 


Rudy Kling (of Lamont, III.) amid his forest of trophies. 
From left to right these are the Greve, Thompson 
and Henderson offerings. 


Count von Hagenburg (in cockpit) borrowed an 
aerobatic Biicker from Capt. Alex. Papana. 
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for only a comparatively short time, Boulton Paul 

Aircraft, Ltd., have settled down at Wolverhampton 

and commenced serious production. This is particu- 
larly creditable in that from Norwich (whence the works 
were transferred) to Wolverhampton is a considerable dis 
tance, and many of those now employed have needed 
special training and help in adapting themselves to the high 
standard of workmanship required for aircraft construc 
tion. The volume of orders has already necessitated large 
additions to the new works, and an extension increasing 
the floor area by about 80 per cent. ' 


The Work in Hand 


The work in hand at present is mostly under sub- 
contract. In the assembly bays, contained in one huge 
well-lighted department, may be seen wing structures for 
Saro London flying boats in various stages of completion. 
[In adjacent bays tail assemblies for Fairey Sea Foxes are 
seen taking shape, together with spars for Blackburn 
Sharks. An __ occasional 
nine-sided exhaust collector 
ring, as fitted to Pegasus 
engines on the Overstrands 
and earlier Londons, 
reaches the appropriate de- 
partment for renovation. 

While passing through 
the works one sees the 
firm’s well-known method 
of fabricating tubes and 
spars from strip, which in- 
cludes the interesting pro- 
cess of passing strip from 
reels through an _ electric 
heat-treatment furnace, 
finally quenching in water- 
cooled dies on the draw 
benches. 

Metal protection has been 
given thorough attention, 
and sections for anodic 


ep they have occupied their new premises 








Frise ailerons, wings and 
(in the distance) fuselages 
under construction in the 
assembly bays. 


Aircraft Production 


HE Bendix Aviation Export Corporation of America has 
been compiling data of estimated and actual production 

of aircraft in different countries. A summary of the figures 
—which all apply to 1937—is given in the adjacent table 

It might be explained that the table is ‘‘ based on known 
and estimated appropriations, national requirements, replace- 
ments, and means and capacity to procure.’’ The figures in 
the second column (Retirements) represent the number of air- 
craft which it is estimated were removed from service either 
through accident or on account of obsolescence. 
Comment on these figures will be found on p. 303 





SETTLING DOWN at WOLVERHAMPTON 


Boulton Paul Aircraft Comfortably Installed in Their New Works 








SEPT. 23, 1937. 





Hawker Demons 
are among the 
types being 
turned out at 
Wolverhampton. 


treatment, cadmium plating and metal-spraying are to be 
seen. Hints of the future can be picked out here and there 
in such things as stressed-skin sections noticed while pass- 
ing through the production shops—the experimental de- 
partment being closed during the works extensions. 

At the end of the shop opening into the flying shed, 
Hawker Demons take shape, and, having passed through 
the dope shop, are ready to taxi down the private runway 
to the aerodrome. 

Offices take up a large portion at the front of the works, 
and with them are fine, large drawing, tracing and stress- 
ing offices. The activity in these departments foreshadows 
many new designs and future productions. 

A single year is a very short time in which to get settled 
after a large works transfer, and the firm has certainly 
made the utmost use of that time. In a few months, when 
the new works extensions at Wolverhampton are complete 
and fully developed, and full time can be devoted to 
design and production, even more will be heard of Boulton 
Paul Aircraft, Ltd 
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| Pro 

Available | Retired | Pro- | duction | Availabe 

Country. dan. 1. | First Six | duction First Six | duly 1. 

| Months. | Estimated.| Months. 

Czechoslovakia 2,629 80 | 769 | 120 2,669 
France 7,893 | 408 3,200 820 8,305 

| Germany 4,709 450 3,154 720 4,979 
Great Britain 5,197 250 3,228 a64 5,811 
Italy 3,859 | 225 2,365 | 700 4,334 
Japan 3,104 125 2,158 | 576 8,555 
Poland 2,404 wo | 730 | 120 «6| 2,434 
Rumania 2,251 45 408 40 2,246 
U.S.S.R. 6,400 35 200) 908 6,923 
Yugoslavia 1,250 50 546 50 1,250 

| United States 11,671 664 3,840 1,359 12,366 
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PRIVATE 


IMPRESSIONISM : An effective portrait of Air Hire’s new v.p. Vega 
This machine has a good deal of special equipment 


Gull at Heston. 
for night operations. 


Topics of the Day 


In the Dark 


N common with the majority of amateur pilots I have 
always looked on night flying as a distinctly perilous 
and somewhat skill-requiring form of air operation. 
Practically all my trips in the dark have been made in 

large machines with radio and a couple of dozen engines, 
though, when familiar ground could be seen, I’ve had 
little difficulty in discovering the approximate position of 
the machine. During the landing process I have felt that 
there really wasn't very much in it. Probably there is, 
but perfectly normal individuals appear to be able to learn 
how to do it in a very short time. 

Anyway, it is a certain fact that unless the private 
owner learns to use his machine (properly equipped, of 
course) at night it cannot be considered as a very serious 
means of transport. During the summer the days are long 
enough, but in the spring and autumn, what with morning 
mist and so on, the daytime pilot is seriously hampered 

I am not going to minimise the dangers of reckless night 
time departures, or suggest that it is possible to fly safely 
every time, but, generally speaking, the visibility is usually 
better an hour or two after sunset than at any period of the 
day. Furthermore, you can only see what you want to 
see, though, if that little is incomprehensible, you are well 
and truly lost—and very unpleasant it can be, even if 
an unmistakable arrangement of lights is picked up within 

uple of minutes. A steady increase of valley fog, too, 
can reduce the hardiest nerves to a kind of pulp. 


(Flight photograph.) 


FLIGHT. 


FLYING 


That is where radio comes in. Even a plain 
receiving set, with some form of homing device, 
could be an immense comfort if the Borough Hill 
Met. forecasts and reports did not cease at 9 p.m 
or so. Presumably, if there were a reasonable 
demand, these reports would be continued 
throughout the night. In the meantime, there 
are only the broadcasting stations for what they 
are worth in the way of homing assistance, but 
two-way radio is, at present, the only valuable 
form of assistance. I still believe that the light 
and compact short-wave set, such as that used 
by fighter pilots, will eventually be used by the 
private owner, but such equipment demands the 
installation of special ground stations and stafi 
hardly likely so long as there are only 700 private 
owners, few of whom even bother to consider the 
radio question. Somebody will have to pay for 
the stations, anyway. 

For the present it is possible to fly seriously 
on two or three nights every week after careful 
investigation of the weather problem and to beat 
around an aerodrome for fun (if you feel that way 
and can afford the insurance and the cost of 
floodlight operation) on some of the other less 
pleasant nights. 

Training 
ROBABLY the most important reason why 
only one private pilot in fifty or more has 
ever flown at night by himself is the cost and 
the bother of training. The mere fact that the 
inadequate ‘‘B’’ licence night-flying business 
costs anything from {25 to £35 is enough to sug 
gest that operations in the dark are terribly dan 
gerous and to discourage anybody who is not 
forced to pay up and look pleasant. Even when 
you have looked as pleasant as possible and have 
done the trip, you know as much about night 
flying as a new ‘‘A’”’ licence pilot knows about 
day-flying. 
i am ready to be sat upon very sharply, but 
a little bit of addition suggests that this ‘‘ B’’ licence night- 
flight business is something of a racket and that it shouldn't 
cost much more than half the sum so often charged. You 
cannot blame the clubs and schools for charging what they 
know they can get, any more than you can blame charter 
people and others for making such a very good thing out 
of the Army co-operation business. We must live (why?) 
If I have left something out of my little sum somebody will 
surely write crossly to the Editor, and we shall all be that 
much wiser, 

In the meantime I have good reason to believe that one 
firm, using a very fully equipped aeroplane, is going to 
see just how cheaply it can be done. Well, if the prices 
come down far enough, I shall probably take a course 
myself; {30 is too much money. 

One or two clubs which are operating from aerodromes 
equipped for such work offer night-flying instruction at 
quite reasonable hourly rates, but apparently, after an 
enthusiastic beginning, the pupils’ interest usually wanes 
After all, if a pilot is not going to make future use of suck 
experience as a private owner, the ability to fly with safety 
and to land in the dark is not of much value. The experi 
ence is merely amusing for the time being and as lons 
as the bank balance will stand it. 

To tell you the truth, my interest in the whole matter 
has been aroused by the private owner of a large an 
nicely equipped aeroplane who calmly told me during 
the week-end that he flew one night from Cologne to 
Croydon, ‘‘ because somebody wanted to get back.”’ I 
had always thought that such trips were only made by 
5,000-hour transport pilots and by one or two pilots who, 
in the matter of experience, are in the same class. We 
live and learn. INDICATOR. 
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CAMBRIDGE 


LYING times at Marshall's 





the 


School for the week ending 

September 19 totalled 78 hr. 45 min. Mr. Gallyon went solo and 
Mr. Turner completed the tests for his “‘ A’’ licence rhree mem- 
bers are taking their ‘‘ B’’ licence and one his Instructor's licence. 


NORFOLK AND NORWICH 

Mr. P. B. S. Roberts has passed the tests for his “‘ A” licence. 
This year the boys of the Public Schools Aviation Camp put in 
242 hours’ flying, compared with 167 hours last year. Fourteen 
took their licences—four more than in 1936. 


EDINBURGH 

August was a record month for flying time at the Edinburgh 
Flying Club There were nine new members and Mr. Weightman 
took his ‘“‘B”’ licence. General Sir Ian Hamilton flew in the Club 
Leopard to Aberdeen and Oban. Last week Mr. J. B. Brown, who 
is taking his “ B licence, went sok Mr. J. N. Scott and Mr 
Fairgrieve passed their “A” t 


licence tests 


BRISTOL AND WESSEX 


Members renewing their licences will get } hr. dual or 1 hr. solo 
free. The rate for cross-country flying two hours before sunset, 
returning by 11 a.m. the following day, has been reduced to £1 
in hour [he ‘* breakfast parties every other Sunday morning 
have also been reduced to £1 an hour Flying times for the three 
weeks ending August 27, September | 10 were, respectively, 
32 hr. 5 min., 31 hr. 55 min., and 31 hr. 50 mu Mr. J. M. Storey 


has gone solo 


BORDER 


Ihe King’s Cup Race included Carlisle Airport and St. Bees Head 
Lighthouse as turning points on the second day and both of these 
controls were operated by members of the Border Flying Club The 
Club was also able to give assistance to competitors in difficulties 
Mr. Broadbent was forced by undercarriage trouble to land his 
Double Eagle at the Royal Air Force aerodrome, West Freugh, 
near Stranraer, and Mr. Bell, the Club's engineer, flew over to see 
if he could be of any Unfortunately, new parts were 
required, and Mr. Bell brought Mr. Broadbent back to Carlisle by 
air. Two machines attended the rally at Newtownards and Mr. M. 
rhompson was fortunate enough to win the arrival competition 
Other cross-country flights were 1 e te Newcastle, Edinburgh 
and West Freugh 


CINQUE PORTS 


issistance 


Several private owners and members visite« ington for the 
“At Home’’ on Saturday Mr. Wilson and I ‘almar went in 
their B.A. Swallow and John Armour took \ Lord Patrick 
Crichton Stuart's Hendy Hobo \ successful “ B licence night 
flight was made by. Mr. Waugh, while Mr. Febo Schetty passed his 
Hendon tests, thereby completing his “ B licence Mr. Schettv, 
who is Swiss, is going home, it is believed, oin Swissair. Members 
and friends of the Club will no doubt regret to hear that Tony 
Morris is leaving after two years with the Club. Mr. Morris, who 


is a 2nd class navigator, is leaving to study for his “ first class, 
, BUENOS FAKING. The 
FE , Brooklands clubhouse after 
aes Warner Bros. had adapted 
: it to film requirements as a 
Spanish Airport Building. 
i The windsock must be an 
international one! 
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CLUBS and SCHOOLS 


which he obviously cannot do while employed at the 
week's flying time was 73 hours. 


LONDON 


rhe flying time for the last fortnight (the Club being closed fg 
two davs for the King’s Cup Race) was 221 hr. 40 mir Messrs, 
R._H. L. Arnold and G. Sunblad went solo and Messrs. P, 4 
Hudson and I. C. Campbell completed the tests for their “4” 
licences. Miss M. Spiller completed the “B”’ tests made a 
night flight from Croydon to Lympne. 

Che annual dinner and dance will be held at the Park Lane Hote 
on Friday, December 17. 


BROOKLANDS 
Mr. Beverley Nichols, the author, has taken a trial lessor 

weather caused a postponement of the landing competit 

* Hart Trophy, fixed for last Sunday \ll being we 

petition will be held next Sunday Miss Morg 

Gawade have gone solo and Miss Hollon and Mr. W 

passed their “A” 


s7 hours 


PORTSMOUTH 


Mr. O. R. Guard, chairman of the board of directors 


mouth Aero Club, Ltd., has bought a B.A. Swallow 
use. Only 13 hours’ ! 


licence tests Last week's fly 


flying was logged last week ov 
ference from the weather 


YORKSHIRE 


Club machines flew 4o hr. 20 min. last week First soloists were 
F. G. Dovle and L. W. Tordoff, both Aviation Gr Members. 
L. W. Tordoff and J. A. Clay (Aviation Group) took their licence 


tests 


MIDLAND 


Mr. Harry Richman, who flew the Atlantic 
as joined as flying member Flying times 
for the week ending September 17 were 12 hr 


6 hr. 0.05 min. solo and passenger 


HANWORTH 


( rt W kK Bailey took the Club Leo 
Messrs. Topka, Tand and Ffrencl 

passed their “‘A’ 

\\ 107 hr. § min. 


NEWCASTLE 
Mr. E. J. Jobling-Purser and Mr. W. M. Mackay, in the former's 
Miles Whitney Straight, and Miss C. R. Leathart, in her Comper 
Swift tended the Newtownards “ At Home he manner in 
which the Whitney Straight behaved on ur id tf 
fli t further emphasised the bad luck of tl urser-Mack 


Merrill, 
Bromwich 
lual and 


Antwerp 
Bank Fly- 


licence tests flying time 


ay 
combination in the King’s Cup Race Imp1 ! ther enabled 
total of 43 hours to be flown during the \ k I .. Winter 
went solo 

Cc. A. g. 
spite of incessant rain, 6 hours were flow: 
Ditton. Mr. R. J. Hyde, of New Zealand 

to qualify for probationary membership 

next dance will be held at the First 

W.C., on November 25 Tickets 1 

Headquarters, 19, Berkeley Street, W 


STRATHTAY 
Partly due to the fact that one of 
ing a top overhaul, and to 
were put in for the week 
oined as a pilot member 


all 
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e Hotel _., which, in view of age, type and original cost, was in 
the best condition.”’ 


ie the ULSTER’S FIRST 


_— Lord Londonderry tries out Fit. Lt. “Shell’’ Bentley's 
id r . . j 
s have Breaking New Ground with the North of mies Grape. 
~ Ireland Aero Club’s Rally : Some Cross- 


country Training 


Ports- 
aan ERHAPS it is not really surprising that, whenever 


there are rallies and flying parties, pilots should tend 
to gravitate southwards if there is any choice in the 
matter. Southerners have a healthy fear of the Pen 
nines, of manufacturing areas and of sea crossings, however 
short; Northerners are usually under the impression that 
to fly south is to fly into better weather and sunshine. 
Which automatically suggests a certain lack of initiative— 
but none of us really like being trapped in the mountains 


ts were 
embers, 
licence 


Merrill, 


omwich or making a sea-crossing under a low ceiling. 
ial and During last week-end the tables were to some extent turned. 


Those who fiew on Saturday to the North of Ireland Aero 
Club’s rally at Newtownards found that they were travelling 
into better weather, and into worse weather again when they 


i: Fe returned on Sunday. Since I was unable to take a machine 

12 time myself to Newtownards (the engine was still in bits), Air 
Service Training very kindly offered me a seat in one of the “... the crossing from Portpatrick is a very small matter 
two machines which they were flying over—of which more when ... you can see both sides.’ The last of Ulster on 
later. I am, therefore, speaking from experience when I say Sunday morning. 

Ormer $ that never before have the Cumbrian hills looked more charm- 

omget ing from the air and that the crossing from Portpatrick is a 

eek very small matter when you are flying in sunshine at 4,oooft 

Neches and when you can see both sides. In heavy rain and when 

enabled flying at next to no feet that ten minutes or so over the sea 


Winter seems to be interminable, but in good weather it is a very 
over-rated terror 


Modesty 


Anyway, the dozen or so pilots who turned up at Ards last 
Saturday should have enjoyed their trip almost as much as 
they enjoyed the party itself There was nothing ambitious 
about the latter In the words of the organisers, they were 
‘only anxious that those who attended would have a pleasant 
flight with a good party at the end of it,’’ and the affair was 
so successful in its modest way that one wonders whether other 
tally organisers do not sometimes attempt too much. Flying 
people are usually happy merely to get together, and, unless 
their is a public to consider, the fewer the events the better 

Of real events there was but one at Ards—the Club's forced 
landing competition. The entrants had to approach from 
2,000ft. over a low ‘‘hedge’’ and pull up without using the 
brakes within certain stipulated distances Marks were given 
for approach style and landing as well as for stopping distance 
from the ‘‘hedge,’’ so we had the interesting result of a tie 
between Mr. Kenneth Mackenzie (who dropped the Club’s Cadet 
night over the ‘‘ hedge ’’ in true forced landing style, but who 
did too much sideslipping and landed rather heavily) and Lady 
Mairi Stewart (whose approach style and landing were excel- 
lent though she used most of the stipulated area). 

It had, of course, to rain heavily during the competition, and 
one unfortunate entrant set off enthusiastically with his brakes 
hard on. No obvious damage was done, but the bulk of the 
held performed on Lord Londonderry’s own Cadet while the 
G-E-s had a good look. Lord Londonderry, who is president 
of the Club, was one of the competitors, and the judge was 
Sqdn. -Ldr. F. V. Beamish, from Aldergrove, assisted by 
Fit. Lt. R. WE. Bryant, the chief instructor 

Non-spectacular events consisted of those for arrival, 
gest travelling distance, and appearance. The appropriate 
awards were motored around from the aerodrome (where rain 
ivtnted the presentation after tea) to the Grand Central ” . a quick inspection of the new control tower and 
one an informal dinner was held), and Mountstewart, buildings at Liverpool...’ The A.S.T. Dragonfly and Vega 

er home of Lord and Lady Londonderry (where a Gull on the tarmac at Speke. (Flight photographs) 


never before have the Cumbrian Hills looked more 
charming r 
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dance was held), and, when I left with the Hamble contingent 
on Sunday morning nobody appeared to be quite sure who 
had won two of them. The arrival competition was, however, 
won by Mr. M. Thompson with the Carlisle Club's Hornet 
Moth. The distance prize should have been shared by the 
A.S.T. instructors and pupils, but, since the two machines 
were brought over largely for training purposes, these worthies 
decided to waive their rights—and the prize thus went to 
Miss Lily Dillon, who brought a Swallow from Hanworth 
rhe finish arid general appearance of the standard Stinson 
Reliant causes the majority of owners to go slightly green with 
envy, and Mr. J. R. Bryans’ machine receives a daily wash 
and brush-up. There was no doubt at all that this Reliant 
was in the most beautiful condition, but the award was for 
the machine ‘‘ which, in view of age, tvpe and original cost, 
was in the best condition,’’ and the Scottish Club’s Moth 
Major was at least a second favourite 

It is really unnecessary to stress either the quality or quan 
tity of the hospitality extended to the visitors by air, but 
both may be gathered from the fact that one toothbrush-in- 
pocket visitor was promptly and completely arrayed for the 
evening because it ‘‘ seemed such a pity that he should miss 
the fun after coming all that way.’’ The effect was sartorially 
perfect. Incidentally, it was rather curious to come across a 
portion, so to speak, of that pleasantly run and now, 
unhappily, almost defunct operating company—British Con- 
tinental Airways. Mr. John Carr, the vice-chairman of the 


The Subsidy Takes Effect 


HE first news of flying-rate reduction, following the new 
subsidy agreement, comes from the Leicestershire Aero 
Club. This club has 1educed its contract ab initio rate from 
36s. to {1 an hour, and its solo and advanced dual contract 
rates from 30s. to 41 an hour 
It will be remembered that the details of the new subsidy 
scheme were explained by ‘‘ Indicator’’ in the issue of Sep- 
tember 9. 


Soaring in Derbyshire 


N last week’s description of the national soaring competitions 
at Great Hucklow n winners were given for the altitude 
and duration prizes 
We now learn that the former was won by P. B. N. Davis 
who reached a height of 5,100 ft. with his Scud II, and the 
latter by L. R. Robertson For the longe uration flight of 
the past year the Volk Cup was awarded to J. V. Rushton, 
who soared for more than eight hours at the Midland Club’s 
ground on July 24 


More Competitions at Hatfield 


\ HILE the multitude flew a short cross-country to the 

party at Eastbourne and the enthusiastic few went 
over to Newtownards, the London Aeroplane Club ran the 
last two of its four annual competitions—for forced landings 
and aerobatics. Luckily, Saturday was a fairly good day ; if 
the competitions had been staged for Sunday they would have 
been washed out, in more ways than one 

Tiger Moths were used for each of the events, entrants 
picking their own for aerobatics and drawing lots for forced 
landings, and those with less than twenty hours’ solo to their 





Clul vas with Mr. Bryans, part of that concern nd both 
are private owners. I wonder if any other transport concem 
has or has had so many genuinely air-enthusiasti ckers 


Air Service Training’s part in the affair—with a Dragonfly 
and a Vega Gull brimful of instructors (Messrs. Peaumont ang 
Fenton) and pupils—deserves special mention. Since suitable 
machines have now been added to the Hamble fleet Pieasant 
and instructive trips can be made to different meetings, and 
luring this summer parties visited Frankfurt and Budapest— 


to mention two of the more ambitious journeys. Each 
machine is in charge of an instructor, but the long-course 
students who make up the crew do all the flving and nayj. 
gating, taking it in turns By such eans these pupils gain 
4 vast amount of experience at a comparatively mall cost 
and have a good time withal. At each landing pl another 
pupil takes over, and in the Dragonfly, of course, it possible 
for them to clamber about from seat to seat whi ictually 
In the all 

Apart from the flying experience obtained, they get a chance 


of looking over different airports, and on this trip, for instaneg 
they made a quick inspection of the new control tower and 
buildings at Liverpool—which is certainly in the way of 
becoming one of the best equipped airports in the country 


Though the main radio and meteorological station for the dis. 


trict is still at Barton, Manchester, Speke now its Mar- 
coni medium-wave approach beacon system in official actioa 
ifter eighteen months of general test work m. A.D 


credit carried an instructor with them during the latter event, 
rhe torced landing approach had to be made from 1,500 ft. 
over a mark (in this case the unobstructed road crossing the 
eastern boundary) and the competitors had to stop as near 
is possible to a second mark The event was won, with the 
narrow margin of two feet, by Mr. John de Havilland (the 
voungest of the three D.H. brothers) Miss R. K. Everard 
vas second, and Mr. H. K. Cartwright (who won last month’s 
map-reading competition) was third 
The aerobatics competition was won 
Rvan with Mr. Cartwright, a very persistent competitor, as 


runner-up 


v Mr. G. Morrogh- 


A Month of AST. 


“INCE the long course civilian students have been on their 
summer holidays, August has been a comparatively quiet 
month at Hamble There has, however, been the usual activity 


on the Service training side and more than 2,000 hours’ 
fiving was carried out—a figure which, as usual, makes the 
healthiest club’s total appear somewhat trivial. Eight new 
civilian students arrived, among them being Mr. Giles 
Guthrie. One long course student completed his training and 
has sailed for South Africa, where he has secured a good 
ippointMent 

\ir Service Training were among the first to realise .the 
importance of meteorology in air navigation and the instruc- 


tion given in this subject has been designed to make the 
student a practical meteorologist rather than to give hima 
merely theoretical knowledge sufficient to enable him to pass 
an examination. With a view to making this training mor 
complete, a ‘‘ Met.’’ office has been opened on the top floor 
of the new administrative block This office is gradually being 
equipped with instruments as It 1s intended soon to establish 
in instructional station 


OUT OF THE HIVE: A 
swarm, gaggle or murmur of 
Drones at Hanworth. In the 
foreground is Lord Sempill’s 
new Ava-engined machine, 
which has a maximum of 
78 m.p.h. and a more than 
usually phenomenal take off. 
The tank capacity is in the 
region of 35 gallons and the 
consumption of the Ava is 
1} gallons an hour at a speed 
of 66 m.p.h.; its  still-air 
range may be calculated by 
those interested in such 
matters. A photograph of the 
engine and cockpit appeafs 
on page 311. Behind this 
machine can be seen the 
ground trainer, the new two- 
seater and a couple of é 
luxe models with Carden 
engines. (Flight photograph.) 
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SEPTEMBER 23, 1937. 


SECOND 
ME LUCK 


Eastbourne Club’s Postponed 
“At Home” Attracts 
Seventy-two Aircraft 


AINED out a month ago, the Eastbourne 
Flving Club's second ‘‘ At Home’’ was 
staged again at Wilmington Aero- 
drome last Saturday The pessimists 

said it couldn't be done thus late in the year, 
because al! the pilots would have gone to 
earth for the winter, and it would rain again, 
anyway. But Captain E. I. Short, arch- 
organiser, brought all his guns to bear, and 
firing letters at all whom it 
might concern, succeeded in bringing no fewer 
than seventy-two pilots to earth. He even 
provided some well-trained V-8 retrievers to 


broadsides of 


bring them across from the far side of the 
aerodrome, whence his beaters (Sqn. Ldr. 


Spence and Capt. Milward, in control of flying) had driven 
them as they fluttered down. 

But that was a mere drop in a well-organised ocean He 
had also invited, inveigled, installed, initiated, and/or in 
dented for A.A. Squads, police, car parks, fences, ropes, tea 
tents, flags, iour jov-riding aeroplanes, refuelling wagons, duty 
cars, tickets, armlets, loud speakers, micro- 
phones, and a platform to support ‘“‘the very few aldermen 
und councillors who have done their best to help us’”’ (vide 
programm Nor must we forget Miss Amy Johnson as guest 


passes badges, 


of honour, not to mention Mr. William Courtenay as broad- 
caster-in-chief 

From which, perhaps, it may be gathered that this par- 
ticular ‘‘ hard-working hon. secretary ‘’ really does justify the 
familiar cliche It should be added that, having thus set the 
stage, Capt. Short proceeded to manage it. rhis process 
involved, among other things, alternately playing a sort of 


commentatorial catch-ball with the microphone and Mr. Cour 









FLIGHT. 


7,000-mile holiday trip, receive prizes from Miss Amy johnson. 
left is that indefatigable organiser, Capt. E. I. Short. (Flight photograph.) 


Mr. Piper in the Short Scion Senior entertains the Wilmington crowd. 
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All the way from Jo’burg : Messrs. Hesselson and Fisher, who recently 
put down their Junkers Junior in the dark near Eastbourne after a 


On the 


tenay (4 Ja Mills Brothers), and fighting his way into the club 
house in search of whoever happened to be wanted on the 
platform or in the air at that moment Let it be said that 
the crowded state of the club bar was largely due to wetness 
without, for sharp rainstorms kept hurling themselves over 
the downs; fortunately, bursts of warm sunshine provided 
compensation 

Ihe Misses Glass put down their Gipsy II Moth at the 
ipposite moment to win the Club Prize for the 12. 30-1.30 
arrival competition, and Mr. Howell, in a London Club Hornet, 


approached the right second between 1.30 and 2.30, thus 
scoring the Grahame-White Prize 

To describe the aircraft demonstrations in detail might be 
wearisome, for we dimly seem to remember havirg seen those 


same aeroplanes demonstrated somewhere else at some time or 
other. Suffice it to say that Mr. Brie Autogiroed (with 
descents well in reverse, thanks to a stiff wind F/O. Hordera 
Piper (who had 


some 


Autoplaned with the Hordern-Richmond ; Mr 





(Flight photograph.) 
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Up and down: In the air, the B.A. Eagle being demonstrated by Mr.-Bay; on the ground, the Hawk Speed Six and the 
new Wicko. (Fligit photograph.) 


brought over Mr. Francis Short and a large party) disproved a 
King’s Cup rumour that the Scion Senior has ‘‘ to drop ballast 
overboard ’’ in order to rise; Mr. D. M. Bay, Mr. F. T. Lett, 
and F/O. Hordern displayed the B.A. Eagle, Aeronca, and Hes 
ton Phoenix characteristically and respectively; Mr. Wiknet 
crazy-flew the new and attractive-looking Wicko; and Flt. Lt 
Tommy Rose gave a really grand show with the black-and 
white Hawk Speed Six brilliantly sunlit against an angry 
black sky arched by a double rainbow. To quote Mr. Runyon 
it obviously pleased the citizens more than somewhat. 

Conversely, they were disappointed not a little when Mr 
Henshaw was unable to demonstrate his Mew Gull. He had 
spent the whole afternoon hunting for some revs that had 
strayed among the volts and amps 


Visitor from Afar 

One now unfamiliar acroplane was demonstrated. It was 
none other than a seven-year-old Junkers Junior, an all-metal, 
low-wing. open two-seater with Genet Major engine, originally 
used by the South African Government for desert mail work 
In it two young enthusiasts, P. Hesselson and L. Fisher by 
name, had flown from Johannesburg in a month, coming up 
through Africa by the Imperial Airways route, and thence via 
Turkey and Austria They told us that a rev.-counter fault 
over the jungle between M’Pika and M’'Beva had given them 
an uneasy moment—but not half so uneasy as their arrival in 
England, which was achieved after dark, within a ploughed 
field, and without wheel-brakes, flaps or damage The East- 
bourne Club had rendered assistance, hence their presence at 
this party a week or two later. They were very fittingly pre- 
sented with the Eastbourne Corporation's Prize for the pilot 
coming the longest distance from abroad, the 7,000-odd miles 


more than counterbalancing the fact that they had not exactly 
intended to put down at Wilmington 

Dr. Webb, from Liverpool by Leopard Moth, received the 
Seager, Evans Prize for the longest British distance 

Miss Amy Johnson and Messrs. Nigel Tangve and Courtenay 
had a perplexing task in judging thirty-one aircraft in the 

ncours d’élégance. Age having been taken into consider- 
tion, Mr. Hesselson’s Junkers won him the open-cockpit ” 
prize, and the elderly Gipsy II Moth of the Misses Glass gave 
them the private-owner award. Mr. Brian Allen’s Stinson 
replete with every modern convenience (we are referring to 
things like radio and seat-type parachutes), was the obvious 
destination of the cabin-machine prize. 

Miss Amy Johnson, having distributed the prizes, was 
fiercely attacked by autograph hunters, and had to be taken 
back to London by ambulance—the Monospar one, flown by 
Mr. Castlemaine. 

A series of telephone calls from various places in the Home 
Counties during the afternoon emanated from Mr. Ben Turner 
parachutist, who, it seemed, had been deprived of his rip cord 
bv some person or pe rsons unknown, and was now trying t 
obtain another. Eventually he found one at Brighton, and 
was flown over to Wilmington, where he made his jump from 
a Club Moth piloted by Mr. T. G. Stubley in gathering dark 
ness. There was still quite a useful residue of the 5,000 crowd 
to watch him. The descent, per G.Q., was a perfectly judged 
one from 1,1ooft., which put the performer down standing 
upright, twenty yards from the front of the enclosure 

In closing, more marks to Capt. Short for including in the 
programme a “‘ stop-press’’ list of visiting aircraft, with regis 
tration letters and home stations. We will forgive him the 
‘Caudron Wiglon’’ which appeared in it. 


— —_——— 





September 23. Aero Golfing Society: Cellon Trophy. 

September 25. South Coast Flying Club: Annual Dinner 
and Dance, Grand Hotel, Brighton. 

October 2-18. Milan Aero Show. 

October 6. R.Ae.S. (Weybridge Branch) Lecture: ‘ Bird 
Flight,’’ by Capt. J. Laurence Pritchard. Vickers Works, 
6.15 p.m. 

October 14. R.Ae.S. Lecture*: “The Hafner Gyroplane,’ 
by Mr. R. Hafner. 

October 21. R.Ae.S. Lecture*: “ Practical Airscrew Per- 
formance,” by Mr. F. M. Thomas. 

November 4. R.Ae.S. Lecture*: “ Problems of High-Speei 
—_ as Affected by Compressibility,"’ by Mr. C. N. H 

ock. 

November 18. R.Ae.S. Lecturc*: “ Th: Take-off Problem,” 
by Mr. H. F. Vessey. 

November 25. C.A.S.C.: Dance, First Avenue Restaurant, 

London, W.C.1. 





* All these lectures take piace at the Institution of Mechanical Enzineers, 


Forthcoming Events 


December 2. R.Ae.S. Lecture*: “Wing Surface Controls 
with Reference to Possible Developments in Flying 
Technique,” by Fit. Lt. H. P. Fraser. 

December 10. Strathtay Aero Club: Annual Ball, Salutation 
Hotel, Perth. : 
December 16. R.Ae.S. Lecture*: “ Development o/ Sail- 

pilanes.”" By Sqn. Ldr G. M. Buxtou. 

December 17. London Aeroplane Club: Dinner and Dance, 
Park Lane Hotel, London. 

1938. , 

January 13. R.Ae.S. Lecture*: “ Radio as a Direct Aid to 
Landing Approach,”"’ by Sqn. Ldr. R. S. Blucke. 

January 27. R.Ae.S. Lecture*: “ Electrical Ignition on Aero 
Engines," by Dr. G. E. Bairstow. 

February 3. R.Ae.S. Lecture*: “ Recent Research into the 
Aerodynamic Characteristics of Aircraft,” by Mr. E. F 


elf. . , 
February 17. R.Ae.S. Lecture*: “ The Maintenance o! Civil! 
Aircraft,"’ by Mr. H. L. Hall, 


Storey’s Gate, St. James’s Park, Loadon, S.W.1, beginning at 5.39 p.m 
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CROYDON 


THE WEEK AT 


Those Dailies Again : 10,000 Hours with One 
Company : Wet—Within and Without : 


A Not-so-new Junkers 


the home-coming of T.R.H. the Duke and Duchess of 

Kent, by Imperials, from their Continental holiday; 

the completion of 10,0co hours each in the com- 
pany’s service by four senior Imperial commanders; more 
rain and the setting-in of the winter QBI season—though 
we are, perhaps, a bit pessimistic about the last-named on 
account of the unexpectedly good weather that has been 
our lot during September! 

Before referring in detail to these events, I am compelled 
to bow the head to my patient readers for an obvious error 
in my last week's effusion, evidently due to the Senior Sub- 
Editor having to find some little space at the last minute 
to let us know that they—the Authorities-that-Be—have 
at last found a use for Gatwick airport. Consequently the 
poor compositor didn’t quite pull off a three-point landing 
iM carrying out the S.S.-E.’s instructions, and strange 
things happened. Anyway, a reference to one of Surrey 
Flying Services’ aircraft should have read: ‘‘ It is interest- 
ing to hear that the S.F.S. Fox Moth G-ABUT, of which 
mention was made in an issue or two back, on the subject 
of the Gipsy Major engine’s extension to 1,000 hours 
between complete overhauls, has the first production Gipsy 
Major engine, which is ‘ still running strong.’’’ Apologies 
to and from all concerned ! 

Amusement—with, doubtless, a tinge of annoyance—has 
been caused among Airport folk by the newspaper photos 
and captions de picting the Duchess of Kent momentarily 
holding her ears in front ot Heracles with its engines 
stopped. We and all air travellers know that this action 
8 more a habit than anything else in these days of silent 
alr travel, and it seems to show gross ignorance on the 
part of the dailies concerned that they should seize on this 
instinctive action of the Royal traveller to label “‘ noise, 
Noise, Noise!"’ all over these photos. In any case, apart 
from the fact that the H.P.42 has always been an example 
in the matter of cabin silence, this habitual action on the 
part of Passengers is not, of course, the outcome of noise 


y ‘HE outstanding features of last week at Croydon were 
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CYGNUS plays the lead—an 
attractive “still’’ from Paul 
Rotha’s documentary film, 
The Future's in the Air, now 
being completed by the Strand 
Film Co. The picture deals 
with our Empire airways. 


IAL 
IATION 


but of altitude, i.e., if the descent has been more rapid 
than they can individually stand. As it happens, Capt 
Horsey tells me that on this occasion the crossing from 
Paris was made between 1,500 and 2,000 ft. in good condi 
tions, so that we can rightly assume that their Royal High 
nesses enjoyed their trip. The difficulty is that the less 
intelligent members of the public may be led to imagine 
that air travel is noisy or headachy. Actually Imperials, 
British Airways, K.L.M. and Swissair commanders (the 
last three companies do engage in “‘ altitude ’’ flying nowa 
days) have strict instructions about rates of descent so that 
even the most sensitive passengers shall not have to suffer 
ear or sinus discomfort. Personal travel in B.A.’s Electras 
and K.L.M.’s Douglas’s has proved to me that it is very 
difficult to tell exactly when the skipper does begin to 
lose height from, say, 8,000 to 10,000 ft.; they always 
arrive over their destinations at a nice altitude for circuit 
and approach. 
Hours and Hours 

Skippers Jones, Horsey, Rogers and Youell last week 
established another mark ’’—to use a Yankeeism—for 
their company by each having flown 10,000 hours in the 
service of Imperial Airways. From this one can inlet 
that the respective individual flying totals of these gentle 
men must be around 12,000 hours—if not more—apiece. 

The past week has seen much rain, and, though the 
duties of many here at Croydon do not take us without 
the main building, we are enabled to share the discomfiture 
of our external operating colleagues as we have ample 
opportunity of feeling the rain whilst effecting our various 
passages across the Main Hall and the Lesser Hall bevond 
That it has taken Quirks and Gildings literally by storm 
and unawares is proved by the fact that we have not yet 
entered our local steeplechasing season when we suddenly 
find odd buckets strewn in our paths to catch the rain- 
drops! 

Wrightways, whose daily newspaper service is so regular 
that it is apt to be forgotten, had an interesting charter 
last week with their Rapide -ML, Pilot Duggan up He 
called for H.H. the Aga Khan at Deauvillle, cleared at 
Heston for York to pick up further members of the party 
and thence flew to the Doncaster race meeting. Next the 
party went to Le Touquet via Croydon, and then returned 
to the latter place in time for the Aga Khan to catch the 
Imperial liner for Geneva, where he had to attend for his 
election as chairman of the League of Nations. 

A machine which is strange to many at Croydon is the 
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little Junkers Junior bearing South African registration. 
[See page 320.—Eb. | Actually this Junkers type was 
built in some numbers, with Armstrong Genet motors, 
about eight years ago, and I always have a soft spot for it, 
as my own aerial baptism was effected therein by the late 
Major ‘‘ Nobby ’’ Clarke—in those days associated with the 
late Col. Henderson, and later with Bill Ledlie, if I 


Trans-Canada Commencement 


ANADA’S Government-owned air service, Trans-Canada 

Air Lines, began actual scheduled flying operations when, 
on September 1, it took over the Vancouver-Seattle air mail 
and passenger service operated by Canadian Airways. A daily 
service will be run with a Lockheed Electra. 


Bristol's Radio 


HILE dealing with some aspects of the present and 
future developments at Whitchurch in the issue of 
September 9, we mentioned that the new Adcock D/F system 
was now 1n action rhis, we learn, was installed by Standard 
Telephones aud Cables, who, of course, have developed their 
own D/F equipment under the Adcock licence. 


India Route Survey 


Hk Imperial boat Centaurus lett Alexandria during the 

week-end on the second survey flight to India; the first 

was made by Ceres a fortnight ago Needless to say, these 

flights are being made to test the new fiving-boat bases—such 

as that on Lake Hakbanyieh (fifty miles from Baghdad) and 

that at Sharjah on the Persian Gulf—and both the new and 
the old D/F equipment on the route. 


Manx Co-operation 


[' has now been officially announced by the L.M.S. that an 
agreement has been reached between this company, the 
1.0.M. Steam Packet Company and Olley Air Service for a 
fusion of their interests in the operations radiating from the Isle 
of Man. 

These operations will be conducted in future by Isle of Man 
Air Services, which has the lease of the airport at Ronaldsway, 
and owns the offices and hangars there. The L.M.S. and -the 
1.0.M.S P. Co., will each take up a substantial share-holding 
in Isle of Man Air Services, whose capital is being increased to 
£75,000. 

At the time when we remarked on this fusion of interests in 
last week's issue, no statement had been forthcoming and Olleys 
themselves had necessarily denied all official knowledge of the 
scheme Once again the Maybury Committee appears to have 
spoken 

Incidentally, Blackpool and West Coast Air Services pro- 
vide an example of another company which is really trying to 
put aviation over with the often indifferent general public. They 
have recently produced a little booklet giving the history of 
their services, details of the men and machines, and a fair 
amount of information about flying in general. The booklet 
has been quite well supported by the Manx hotel people and 
others who should be interested but who, unfortunately 
enough, so rarely are ; 


Rand Extensions 


CONSIDERABLE programme of development is at present 

under way at the Rand Airport, Germiston. Additional 
buildings consisting of stores, engine shops, mess rooms, 
hangars, offices and so forth are being erected for South African 
Airways, with new hangars for the Witwatersrand Technical 
College, Air Service (Pty), and Union Aviation on the north 
side. The latter will be steel-framed and will comprise one 
long building. A further hangar is being erected as an over- 
flow. Additions are being made to the old Imperial Airways 
offices in order to convert these into an up-to-date clubhouse 
fcr the use of the Rand Flying Club. 

An additional 9kW. floodlight is shortly to be installed on 
the south side of the control tower to act as an auxiliary to 
the permanent floodlighting scheme, and tenders have been 
called for an electric smoke wind indicator in the centre of the 
field. 

Amongst future plans, it is intended to remove the beacon 
and the radio masts on the east side of the landing area in order 
to clear the approach from that direction. 

The works in hand on the present programme involve an 
expenditure of £165,000 and at the completion of this pro- 
gramme the capital invested at the Rand Airport will have 
reached the impressive total of £400,000. 


remember rightly. Anyway, for all its years, this litt, 
plane looks and performs just as though it had com 
straight out of the factory — sparkling new, which 
doubtless accounts for some of the younger generation her 
suspecting it to be a new type from this famous maker oj 
** giant airliners.’’ 


T. A. R. Mac. 


The “Hindenburg” Disaster 


ig was almost inevitable that the findings of the Americap 

enquiry into the reasons for the Hindenburg disaster 
should be inconclusive. A tremendous amount of evideng 
was sifted during the investigation, all of which is given jg 
the August 15 number of the Air Commerce Bulletin, ang 
the conclusions were as follows: 

‘The cause of the accident was the ignition of a mixtur 
of free hydrogen and air. Based upon the evidence, a leak 
at or in the vicinity, of cells 4 and 5 caused a combustible 
mixture to form in the upper part of the stern of the ship jm 
considerable quantity ; the first appearance of an open flame 
was on the top of the ship and a relatively short distange 
forward of the upper vertical fin. The theory that a brush 
discharge [or St. Elmo's fire.—Ed.] ignited such mixture ap 
pears to be most probable.’’ 

rhe possibility of sabotage was rejected since there was no 
evidence to support it. Neither is it likely that there was 
structural failure (with consequent frictional sparks) or that 
the fire was caused by exhaust gases or by electrical short 
circuit. 


Another Atlantic Week 


N Tuesday, September 14, Caledonia made her third 

westerly Atlantic flight, again in the command of Capt 
A. S. Wilcockson. Her time was 15 hr. 33 min. between 
Foynes and Botwood. 

Following the reception of meteorological information to the 
effect that lighter adverse winds would be found if a mor 
southerly route were followed, Capt. Wilcockson flew to a 
point about 300 miles south of the Great Circle track and thence 
flew a rhumb line course to Botwood. The average speed for 
the direct crossing works out at 128.5 m.p.h though 
Caledonia’s ground speed over the longer route was, of course 
a good deal higher and did not drop below 140 m.p.h. after 
the first 700 miles had been covered and the area of stronger 
winds had been crossed. 

Cambria, meanwhile, has been waiting near Toronto fer 
parts necessary for the repairs to the damaged or lost out- 
board float, and Capt. Powell should by now have been able 
to make a test flight from Lake Ontario 

Two days after Caledonia’s trip the D.L.H. seaplane 
Nordwind put down at Port Washington after covering the 
2,400 miles from the Azores (where she left the aircraft 
carrier Friesenland) in 14 hr. 35 min. The average speed works 
out at 165 m.p.h. or thereabouts. 


Nineteen Empire Boats 


"T’HOSE who take a private or professional interest in the 

““C"’ class flying boats probably like to keep their list 
up to date. Nineteen had been delivered by September 2 
and eight more remain to be put into service. Below is a list 
of their ingenious names with the dates of their first flights in 
actual service : — 

Canopus (Oct. 31, 1936); Centaurus (Dec. 12, 1936); Cale 
donia (Dec.. 18, 1936); Castor (Jan. 4, 1937); Cassiopeia (Jan 
26); Cambria (Feb. 21); Capella (Feb. 27); Cygnus (Mar. 3) 
Capricommus (Mar. 24, crashed); Corsair (Apr. 9); Courter 
(Apr. 28); Challenger (May 15); Cavalier (May 25); Centunon 
(June 5); Coriolanus (June 20); Calpurnia (July 1); Ceres 
(July 20); Clio (Aug. 1); Circe (Sept. 1); Calypso (Sept. 4 

An average of two a month must be considered as pretty 
good going by Short Bros. That they are kept busy is shown 
by the following table of the various flights made by Cygn™ 
between June 3 and August 26 





| June 3 lexandria to Southampton 
| . 9 a Southampton to Durban 
_ = Durbar to Southampton 
July 1 Southampton to Alexandria | 
| 2 Alexandria to Southampton } 
: 8 Southampton to Alexandria j 
a Alexandria to Southampton A ian 220" 
oa Southampton to Kisumu wii 4,645 
| , & Kisumu to Southampton 4,645 
— Southampton to Durban 7,165 
Aug. 11 ‘ Durban to Southampton 7,165 
| , 2 Southampton to Alexandria 2,270 
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JUNKERS’ NINETIETH 


The Ju.go : A 250 m.p.h. Forty-passenger Monoplane : 


Extensive Employment 


of ‘“‘ Double Wing” Principle 


“THE DESSAU GIANT ”’ is a free translation of the name of the prototype Junkers Ju.go described below. 
the inverted-vee Mercedes can be gathered from this view 


UNKERS can always be counted on to produce some re 
freshing variation on a set theme. Their latest effort 
is the Ju.go transport which has obviously been designed 
with such types as our Armstrong-Whitworth 
; and the new American Boeings, 
none of which incidentally, has yet flown. The 
application of such ideas as the so-called ‘‘ double wing,’’ which 
has given such beneficial results on such types as the Ju. 52 and 
%, and the employment of up-to-date inverted-vee liq uid- 
cooled engines has contributed towards a really outstanding 
aeroplane. It is not to be expected that all operators who 
may covet the Ju.go will favour the use of new and little- 
known liquid-cooled engines, assuming, of course, that these 
will be released for export, but a variety of air-cooled installa- 
ations are available as alternatives 

At the moment, the Ju.go is undergoing prototype tests, 
the initial example being powered with four Mercedes-Benz 
D.B.600 12-cylinder liquid-cooled inverted vees 

The low monoplane wing is swept back and is built in five 
sections. There is a centre section built integral with the 
fuselage, two intermediate portions and the two outer sections. 
Flaps are incorporated in addition to the double wing feature 
Smooth covering is used for the _ stressed-skin 
monocoque fuselage. The pilot’s cockpit, with dual controls, 
is located, together with the wireless operator’s cabin, in the 
nose of the fuselage. A corridor connects the cockpit with 


to compete 
Ensign, the Douglas D.C 


machines, 


sheet 


A Gatwick and Gravesend Revival 
AS reported in Flight last week, Airports, Ltd., are to 
operate R.A.F. Volunteer Reserve Schools at Gatwick and 
Gravesend, and are to extend their activities to the buying and 
selling of aircraft, and maintenance and servicing. 

It is now learned that, in pursuance of this policy, Airports, 
Ltd., will take over the assets and administration of their 
Gatwick tenants, Air Travel, Ltd. Mr. F. J. V. Holmes and 
Capt. A. N. Kingwill will be retained in their present capacities 
as service manager and sales manager respectively. 

A welcome innovation at both aerodromes is the abolition of 


landing fees for private owners 
Expansion in India 
WuHen. next year, India is included in the Empire air mail 
scheme. there will be eight Europe-India air services, 
including those of K.L.M. and Air France. and considerable 
internai expansion will be necessary 
Tatas will increase their Karachi-Bombay-Ahmedabad- 
Hyderabad-Madras service to run five times a week, and will, 
of course, extend it southward to Colombe. They also expect 
in October to start a bi-weekly service between Bombay and 
“a via Indore, Bhopal, Jhansi, and Gwalior. With their 
nay Goa innanore-Trivandrum service they will then be 
Pfating three of the longest internal air lines in India. Indian 
National Airways will need to increase their bi-weekly Karachi- 





The installation ot 


the passenger cabin To one side of this i 
ment and a cloak-room. 

The passenger cabin is 34ft. long and tott giving a 
capacity of 1,836 cu. ft It is divided into five compart- 
ments containing eight seats each and is traversed down its 
centre by a corridor Two W.Cs., a cloak room, a 
mail compartment and another baggage room are located be- 
hind the main cabin and there is further baggage space in the 


a luggage compart 


wice 


second 


wing. 
Twin fins and rudders are used, the rudders, like the tail 
plane, being of ‘‘ double wing formation and incorporating 


trimming tabs. 

The undercarriage, including the tail wheel, is completely 
retractable, the main wheels being nearly 24ft. apart 

The inboard engines are fitted to the intermediate sections of 
the wing and the outboard ones are on the outboard panels 
All four mountings are interchangeable. The fuel 
within the wing 

Approximate 
radials of 800 


tanks are 


cvlinder 
ty 30,600lb.: 


data 
h.p 
44 ooolb.: 


with four B.M.W. 132 nine 
each are Weight em; 
weight loaded top speed, 236 m.p.h.; cruising speed, 
205 m.p.h.; landing speed, 70 m p.h., climb to 1,100ft., 3 min 
18 sec.; ceiling 23,600ft.; normal range 870 miles 

With the inverted-vee Mercedes the maximum speed is said 
to be 254 m.p.h., the normal range then 
Special tankage increases this to 1,240 miles 


being 


15 miles 


Jacobabad-Multan-Lahore service to 

Airways at Karachi, and they hope to extend the 
Srinagar (Kashmir) in due course [hey are also considering 
the possibilities of a service between Delhi and Kabul (Afghani 
stan) by way of Lahore. Air Services of will run a bi 
weckly service between Bombay and the Kathiawar towns and 
a tiring night iourney will then be replaced by a comfortable 


connect with 


Imperial 


service to 


India 


flight of an hour and a half. Hyderabad State will soon in 
augurate a network of air services between the capital and 
the districts. To begin with, there will be a daily service 


between Aurangabad and Hyderabad City, and weekly services 
linking Hyderabad City with Gulburga, Warangal, and Raichir 
Himalayan Airways run a service between Haridwar and Bad- 
rinath, and there is a proposal that air services should be 
started to connect the important towns in the United Pro- 
vinces, while a service between Bombay and Calcutta via 
Nagpur cannot be long delayed. 


Equipping Aircraft Interiors 
PECIALISTS in aircraft upholstery, interior fitting and 
soundproofing, the firm of Abbey Coachworks, Ltd., will 
in future be known as Wingham Martin Walter, Ltd., follow- 
ing its fusion with Martin Walter, Ltd 
The Company is now in a position to manufacture aircraft 
chairs of any required design. The offices and works are at 
Minerva Road, Park Royal, London, N.W.10. 
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Alvis Progress 
‘** CHADOW factories, by their constitution and limitations, 
can never under any circumstances supply that technical 
progress and development upon which our great Empire has 
been based in the past, and upon which more than ever in the 
future our nation must depend. Progress in this direction can 
be made in the future, as in the past, only by individual efforts 
and private enterprise.’” So said Mr. T. G. John, chairman 
and managing director of Alvis, Ltd., in the course of his 
speech at the annual general meeting last Monday 
Mr. John reported good progress in the Alvis aero engine 
factory which, he claimed, was the most modern and bect 
equipped of its kind in this country (an article on the 
factory was published in Flight of April 8, 1937, and the Alvis 
engines were described on April 15, 1937). Production work 
on a large batch of aero engines was already proceeding, and 
the company hoped to be in a position to execute orders in the 
near future. Mr. John pointed out that in order to meet 
national requirements, every piece and particle of the Alvis 
engines was British, and the manufacture carried out entirely 
by British workpeople 





Damascus Race Carburettors 
“THE Hobson carburettors, boost controls and automatic 
mixture controls fitted to the victorious Italian Savoia- 
Marchettis in the Istres-Damascus-Paris Race, were made by 
Secondo Mona, the Italian Licensees for H. M. Hobson (Air 
craft and Motor) Components, Ltd 


MR. J. VIVIAN HOLMAN, until lately General Manager 
De Havilland’s Northern Airscrew Division, has taken 
the position of manager, Aircraft Division, Automoti 
Products Ltd. (Lockheed). Mr. Holman was in the R 
until 1927. The following year he was on the instructie 
King’s Cup Fuels side at the De Havilland School of Flying, subsequei 
becoming sales manager of Cirrus Aero Engines, whi 
post he held until 1933. He took up his D.H. Airse 
appointment in 1936. This pen-and-ink portrait is by 
father-in-law, Mr. Hal Ludlow, the well-known port 
painter and amateur golfer. 


CERTAIN amount of confusion appears to have arisen 
regarding the fuel reported to have been used by certain 
King’s Cup competitors. It now transpires that Capt 
Percival, whose Mew Gull was third and made fastest actual 
time, used National Benzole, while Brig.-Gen, Lewin and Sqn 
Ldr. Harvey (Miles Whitney Straights), who finished second ial oe 
Published Sepie 
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DISTINGUISHED VISITOR TO ROCHESTER: A group taken in front of Maia when the Duc d’ Aosta visited the Short we 

last Saturday. Left to right: Mr. G. R. Rodd, Mr. A. E. Bibby, Mr. A. Gouge, Major R. H. Mayo, Mr. W. P. Kemp, Col. 

Calderara (Italian Air Attaché), Mr. H. O. Short, H.R.H. the Duc d’Aosta, Sqn. Ldr. H. W. McKenna, Major J. Stewart, 
Ldr. David Atcherley. 











* 





